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MODEL “C” 1%-TON 


SANDUSKY TRUCK 


“Your truck has been very satisfactory.” 


This was written us by the Biddle Piano Co. when placing 
their order for the second “SANDUSKY.” 


These repeat orders come to us because of the service rendered. 


We have a Model “B” 1500 Ib. for lighter deliveries, that is 
second to none. 


Let us help you solve your delivery problem and save you money. We are at your 
service. Write us today. 


THE SANDUSKY AUTO PARTS & MoTOR TRUCK Co. 


SANDUSKY, OHIO, U. S. A. 
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DIGEST OF DECISIONS 


Under the Interstate Commerce Act 


Opinions of the Interstate Commerce Commission and the Courts 


Mr. Byron Clark, Nebraska, Solicitor, Chicago, Burlington & Quincy R. R., writes:—‘‘I have 
two copies. . . Your work is the best time saver | have.”’ 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, IIL 
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Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 





The foundation for the study of all questions bearing on rates, and other features of regulation 
between shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of the several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remaio and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the [nterstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 





As a Friend of THE TRAFFIC: WORLD, please Mention the paper in writing to advertisers. 
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Freight Rates Made Easy 


The CHICAGO FREIGHT RATE GUIDE 
of class rates is a condensed file of railroad tar- 
iffs, arranged for quick reference, showing 
THROUGH RATES from Chicago and Mil- 
waukee territory to towns in every state in 
the Union. 


All technicalities are eliminated in this, the 
most handy of all freight rate Guides. Not 
complicated ; just a practical and simple refer- 
ence book of class rates; concise and conven- 
ient. 


For checking expense bills, estimating pre- 
pays, quoting delivered prices, etc., etc., it is in 
a class by itself. Quicker than the telephone, 
and easier of access than a railroad tariff. 
Kept up to date at all times. Indorsed by rail- 
road and shipper alike. 


Yearly subscription price only $7.50. 


rae uotson, WW. MARTIN & CO. iacsccc: 


417 S. Dearborn St., Chicago, Ill. 





PRINTING 


of such class as will 
attract attention 


WE will gladly suggest, plan or 
compile folders, booklets or any 
printing required at reasonable cost. 


Estimates cheerfully furnished. Write 
us regarding any of your requirements 
in our line when next in need. We 
have night and day service — linotype 
and monotype composing machines — 
full up-to-date bindery and printing 
equipment. 


The Blakely Printing Co. 


418-430 So. Market St., CHICAGO 





















Be a Traffic Manager 


Switch Yourself on the 
Right Track NOW 


Enter the New Profession of Traffic Management 
where there are Big Salaries—$40 to $75 weekly— 
awaiting the trained expert who can save money 
for his employers through getting at the minimum 
in mileage and rating and knowing how to effect 
deliveries in the shortest possible time. 











Through our unique system of instruction, at low 
fees, we train you thoroughly in the principles and 
practice of Traffic Management and Interstate Com- 
merce. 


Flag this opportunity right away. Don’t turn 
this page until you have filled in and despatched 
the coupon at foot. Give us a chance to fully dem- 
onstrate for your satisfaction the future awaiting 
you as a Traffic Manager. 


NATIONAL TRAFFIC COLLEGE 


309 Peoples Gas Building, Chicago 


Z TO NATIONAL TRAFFIC COLLEGE, 
6 309 Peoples Gas Building, Chicago. 


ia Please send me your new booklet telling how I may 
qualify myself to become a Traffic Manager. 
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UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any Americas 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia—Baltimore 
Mobile—New Orleans 
AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Nicaragua 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mexico, Central and South America. 

AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railway. 

AT PUERTO BARRIOS — for Guatemala City and other 
points on the Guatemala Railway. 

q The opening of the CANAL will see the greatest changes ia 
the commercial routes of the world that have ever been known, 
and every Traffic Man owes it to himself to see it before the 
water is turned in. 

@ Take one of the big air-cooled steamers of our GREAT 
WHITE FLEET this summer and go to Panama. You wif 
enjoy every moment of the trip. 


Our illustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 


M. HARTMANN, Western Passenger Agent 
444 Commercial National Bamk Building, Chicago, Ill. 


31 State Boston, Mass. 17 Ba New York, N. ¥ 
{31 State Street poston, Aiiedelphie, Pa. Pier | Pratt St, re, Md. 
626-630 Common Street, New Orleans, La 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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THE TRAFFIC SERVICE BUREAU 


WASHINGTON, Colorado Building. 
Telephone, Main 3840. 





CHICAGO, 418-430 S. Market Street. 
Telephone, Wabash 912. 









Studies in 
Rate Construction 


A New Book 


Compiled by John P. Curran, LL.B. 


One of the Best Rate Experts 
in the Country 


An Invaluable Treatise on the Construction of 
Class Rates 


SHOWING BASIS FOR 

All rail, rail and lake, rail and ocean, ocean 
and rail, lake and rail and canal, lake and rail 
rates from Trunk Line to C. F. A. territory, 
between points in Trunk Line territory, from 
C. F. A. to North Atlantic ports and eastern 
interior points, etc. 

Giving outlines of the different territories, 
groupings of stations, and differential bases. 

Compiled from official sources and authen- 
tic in every particular. 


350 pages printed on good paper, substantially bound 
in cloth 


Price, $5.00 delivered 


FOR SALE BY 


The Traffic Service Bureau 


418 So. Market St. 508 Colorado Blidg. 
CHICAGO WASHINGTON, D. C. 
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When You Ship via Wells Fargo 


Your small packages are carefully Well guarded, the safety trunks are Armed messengers within the car 
placed in stout, iron-bound loaded into a Wells Fargo protect and keep accurate record 
safety trunks. express car. of every shipment. 


Wells Fargo & Company Express offers you its complete and 
efficient facilities for reaching the greatest. markets and largest 
cities of the continent. It affords special service for many kinds 
of shipments. Perishable produce, jewelry and valuables, auto- 
mobiles, and horses —each is scientifically transported in the 


quickest and most eficient manner. 


When next you have a shipment to send 


Speed Your Goods by Wells Fargo 


Wells Fargo & Co Express 


Carriers to All Parts of the World 


Despatch —= Efficiency —= Responsibility 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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THE TRAFFIC LEAGUE. 


It is a pleasure to call attention to the work of 
so important an association as the National Indus- 
trial Traffic League, and particularly so when the 
work of a meeting bears, even in a condensed re- 
port, the clear evidence of the earnestness and the 
understanding of the conditions involved which 
have characterized the work of the several commit- 
tees. A reading of the report will go farther to 
impress this fact than any words of commenda- 
tion written here. But it is good to know, and 
to add the collateral fact, that the attendance at 
this meeting was perhaps larger and more wide- 
spread geographically, both on the part of members 
and interested non-members, and characterized by 
more real interest in the subjects discussed than has 
always been the case in the meetings of even this 
efficient association. 

It is worth while, also, to call attention to a 
feature of the work of the League which should 
add immensely to the value of its results, not only 
to its membership but to that section of the public 
at large which is deeply concerned in the proper 
solution of the various so-called railroad problems. 
What is referred to is the spirit of harmony which 
is being developed so strongly between the League 
and the leading association representative of the 
carriers—The American Railway Association. Re- 
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cently no important action in which the other side 
may be considered to be concerned—and this in- 
cludes a large schedule—has been undertaken by 
either organization without submission to or con- 
ference with the organization representing the other 
side. This is as it should be and that such a state 
of amity has been developed is greatly to the credit 
of the leading spirits in both organizations. Co- 
operation means sufficient broad-mindedness on 
both sides to grant concessions and yield points, 
when such go to the vitality of any matter of agree- 
ment; but more depends upon the spirit of friend- 
liness in which conferences are entered upon. For 
this reason the knowledge that these two great 
associations, the results of whose work are of such 
vital concern to each other, are working together, is 
more significant than is indicated in any one result 
of such working shoulder to shoulder. 

As to the actual work of the League, at the recent 
meeting: Many important subjects were consid- 
ered and upon some of them distinct advances 
were made. As would naturally be supposed, the 
League goes on record as endorsing the proposed 
legislation relative to bills of lading which is now 
before Congress, in slightly amended form from 
that previously endorsed. It is realized that ship- 
pers can no longer rely upon state legislation when 
interstate commerce is concerned therein. 

The work reported on demurrage rules, uniform 
classification, incomplete expense bills and storage 
of freight, may be considered as reports of satis- 
factory progress. The recommendation for the 
appointment of a committee to look after the 
prompt handling of equipment, which is the end 
sought by any circular that may be issued on car 
shortage, requires no published expression of ap- 
proval on the part of Traffic World at this time. 
The recommendation with reference to the tentative 
proposals that have been made to require payment 
for tariffs amounts to a request to “make haste 
slowly.” 

Reduction of loss and damage claims by efforts to 
secure the proper packing and marking of freight is 
a matter on which the position of Traffic World 
is well understood and in behalf of which its in- 
fluence may always be counted upon. Quite likely, 
as suggested in our report, the fault lies at the door 
of both the carrier and the shipper. Many of the 
aspects of the entire broad subject were disclosed 
by the testimony in the Pridham case. 


Finally, in its resolution with reference to the 
Commerce Court, the League, while properly con- 
servative in the expression of its views, has ex- 
pressed its approval of the really important ad- 
vantages which such a court may accomplish. Uni- 
formity and expedition in handling are the desid- 
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erata. Probably the Supreme Court may be 


trusted with the matter of jurisdiction. 


SHALL THE U. S. BEGIN TO MANAGE? 

If a beginning is made with government owner- 
ship and management of railways in Alaska, how 
long will it take Congress to form a habit of ex- 
tending it by the simple process of vote, step by 
step? If shippers and railway men are interested, 
now is the time to show it, for the bills, of which 
the numbers were given in May 17 Traffic World, 
page 1081, are before Congress. What will be the 
effect on industry? 

President O. L. Dickeson, of the White Pass & 
Yukon Route, testified his road was actually ne- 
gotiating to raise capital for extensions, and the 
existence of this movement made it impossible. 
Suppose the dissatisfaction expressed with the New 
Haven management should lead to a vigorous move 
for government ownership there. What then? And 
what next? What price would railway bonds to 
finance extensions and new equipment bring in New 
York, and what would this do to rates, and to the 
shippers while they halted their plans for expansion, 
waiting for railway financiers to get through won- 
dering where the congressional lightning would 
strike next? 

Perhaps there is nothing to worry about in that 
Alaskan measure. But the time to think about gov- 
ernment management is now, because the bill is 
before Congress, and there is said to be power be- 
hind it. 


PER DIEM AND DEMURRAGE 





At its semi-annual meeting, held in New York last 
week, the report of a committee of the American Rail- 
way Association recommending changes in the rules on 
per diem and demurrage was adopted. The change made 
in the per diem rate regulations raises the charge from 
a flat rate of 45 cents per day the year round to one of 
45 cents per car day during the months from March to 
August, inclusive, and a rate of 75 cents per car day 
during the months September to February, inclusive. 
The flat demurrage charge the year round has been $1 
per car day after expiration of free time allowed. The 
amendment to this rule calls for a charge of $1 per 
car day after expiration of free time for the months of 
March to August, inclusive, and a charge of $2 per car 
day during the months of September to February, inclu- 
sive. 


F. A. Delano, receiver for the Wabash Railroad; W. 
L. Park, vice-president of the Illinois Central, and George 
L. Peck, fifth vice-president of the Pennsylvania Lines, 
west, were appointed members of a commission to ex- 
amine into the subject of reclaims in connection with 
the elimination of the per diem rule 5, which becomes 
effective Jan. 1, 1914. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


F. C. BRYAN. 

Frederick C. Bryan was born at Raleigh, N. C., and 
was educated at Bingham Military School, Mebansville, 
N. C., the University of North Carolina and Eastman’s 
Business College, Poughkeepsie. In 1884 he entered rail- 








F. C. BRYAN, f 
General Traffic Manager, Allis-Chalmers Co. 


way service, in the local department of the Atlantic & 
North Carolina Railroad, at New Bern, N. C. From 1886 
until 1888 he was joint agent of the Associated Railways 
of Virginia and the Carolinas, at Raleigh, followed by 
active service from 1888 until 1890 as chief clerk in the 
general freight and passenger department of the Seaboard 
Air Line at Norfolk, Va. He received promotion to the 
position of assistant general freight and passenger agent 
of the same line, and in December, 1892, became general 
western freight agent for the Norfolk & Western Rail- 
way at Chicago, occupying the latter place until July, 1903, 
when he was made division freight agent of the Norfolk 
& Western at Columbus, O. In May, 1905, he severed 
his connection with railroad interests, each change having 
been a step in advance. On the first of June, 1905, he 
became vice-president of the St. Paul & Western Coal 
Co. and the Boston Coal, Dock & Wharf Co., having ex- 
tensive interests in the Northwest. Since then he has 
been manager of sales of the Clinchfield Coal Corporation, 
Roanoke, Va., and since Feb. 10, 1911, general traffic 
manager of the Allis-Chalmers Co.’s interests, which posi- 
tion he now occupies. 
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THE LION AND THE LAMBS 


It speaks well for Americans of 
big affairs that on so great a ques- 
tion as physical valuation of the rail- 
roads of the country the presidents 
of companies representing 80 per 
cent of the mileage and 90 per cent 
of the earnings and the members of 
the Interstate Commerce Commission 
are able to meet and confer on that 
subject in any place other than a 
court room. There is promise of 
poise instead of hysteria in the discharge of the big task 
Congress has laid upon the Commission and the rail- 
roads. There is a recognition of the fact that in a large 
sense a railroad president is a public official as well as 
the conservator of private capital. 

The meeting on Tuesday marks a far step from the 
time when, along in 1905, men were disputing about the 
fundamental question as to whether a railroad was sub- 
ject to public regulation. Some of the speeches made 
at that time and called arguments provoke smiles that 
really need larger faces than nature provided for their 
accommodation. 


That the work as it progresses will result in dis- 
agreements that will call for litigation need not worry 
those who believe that most of the irritation between 
the public and the carriers existing now is the result of 
dictatorial positions assumed by subordinates. The ques- 
tions that will arise will be too big to be settled on the 
ordinary give-and-take plan. They will be fundamental, 
and it will require the decrees of courts to bring about 
their settlement. 

The big fact, however, is that the railroad presidents 
and the commissioners recognize the fact that by con- 
ferences the number of questions that will be taken to 
the courts will be fewer than if one or both parties stood 
on the extreme points of the positions each party must 
take and refuse to discuss, in a friendly way, to find 
out whether, after all, both are not in substantial accord 
as to the real points in issue. 


“A cordial spirit of co-operative disposition was 
manifested by the representatives of the roads, and no 
doubt numberless controversies that otherwise would 
arise and needless duplication of work will be avoided 
and expedition and economy in the work will be secured 
by such co-operation in the prosecution of the physical 
work involved,” said the Commission in its memorandum 
prepared for the newspapers. 

The fact that there was such a cordial spirit is the 
thing that is worth remarking. If there could have been 
such a spirit eight or nine years ago the stubborn and 
bitter fights in Congress and the bitter arraignments 
in the newspapers would have been avoided. The ap- 
pearance of that feeling now means that what in the 
middle part of the past decade would have been the 
signal for an uproarious shindy will not provoke a tenth 
of the attention by reason of the noise resulting from 
the conflicts that is being given to the revision of the 
tariff. 

According to the standards for raising a fuss that 
prevailed less than ten years ago, the determination of 
the government to make a valuation of the property con- 
stituting what is called a railroad, would have produced 
a general paralysis of business because nearly every man 
in the transportation business would have felt con- 
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strained to lay down whatever implement he might be 
using to devote himself to a discussion of the subject. 
But there will be none of that, 

In comparison with the work which has been begun 
in such a friendly way the revision of the tariff is truly 
a bagatelle. At the outside the customs tariff, whether 
high or low, will call for no more than $350,000,000 an- 
nually. The fixing of a valuation on the property of the 
railroad companies involves saying what sum of money 
may be raised on property valued at from sixteen to 
twenty-two billions. 

The question of how much or how little the owners 
of that great quantity of assets shall be allowed to earn 
on their investment is the fundamental question in’ this 
whole proceeding. 

If it be assumed that twenty billions represent the 
value of the properties and that 5 per cent is a fair in- 
come, which it is not, the sum involved is one billion, 
or nearly three times the amount collected at the cus- 
toms houses. 

Interest on real estate mortgages in Washington is 
5 per cent, if the man who is doing the borrowing is 
lucky. That is the going rate in sums of $5,000 and 
upward. Hardly anybody will contend that a return of 
5 per cent upon a hazardous investment such as invest- 
ment in a railroad is, when the losses resulting from the 
floods of this and last year are recalled, is sufficient to 
invite capital for extension of the roads such as the 
growing business of the country demands. 

There are many of the presidents who believe that 
a fair valuation will send the total to fully $22,000,000,- 
000, while a good many men who have been considering 
the subject are inclined to believe $16,000,000,000 will 
come nearer the value of the property devoted to public 
uses. 

No matter what the truth, there can be no denying 
the proposition that it is a task for a good many men of 
full size, and that the start toward the doing of the 
task has been made in a proper spirit. The fact that 
the statute commands co-operation between the railroads 
and the Commission would be of no value if the heads 
of the great transportation companies took a stubborn 
position and forced the Commission to do all the work. 
A horse may be led to water. A railroad president may 
be led to the table where there are pencils and paper, 
but he can be no more made to figure than a horse 
may be made to drink. He might be required to make 
reports, but how much would they help the Commission 
if they were made only in compliance with the letter 
and not the spirit of the order, and if each president 
proceeded upon his own theory as to how he should 
treat each phase of the subject? 


Each great division of the country is to be repre-- 


sented, so far the carriers are concerned, by a com- 
mittee composed of representative presidents. The east- 
ern is to be represented by Rea of the Pennsylvania; 
Brown of the New York Central, Willard of the B. & O., 
Loree of the Delaware & Hudson, Underwood of the 
Erie, Baer of the Central of New Jersey and Trumbull 
of the Chesapeake & Ohio; the Western by Kruttschnitt 
of the Southern Pacific, Winchell of the Frisco, Gardner 
of the Northwestern, Story of the Atchison, Holden of 
the Burlington, Bush of the Missouri Pacific and Mudge 
of the Rock Island. 

The southern committee is composed of Finley of 
the Southern, Emerson of the Atlantic Coast Line, Hara- 
han of the Seaboard Air Line and Johnson of the Nor- 
folk & Western. F A. E. H. 
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COKE RATE TOO HIGH 


CASE NO. 5008 OPINION NO. 2308 
a7. Cc. Rew, PP. 4.) 
G. L. JUBITZ, ASSIGNEE, VS. SOUTHERN PACIFIC 


COMPANY ET AL. 


Submitted Nov. 27, 1912. Decided May 5, 1913. 

Rate of $3 094 per gross ton for the transportation of coke from 
Wilkeson, Wash., to Salem, Ore., found unreasonable to the 
extent that it exceeds $2.55 per gross ton. Reparation 
awarded. 


Edward M. Cousin for complainant. 

W. F. Herrin, W. D. Fenton, Kenneth L. Fenton, 
H. A. Scandrett, and James G. Wilson for Southern 
Pacific Co. 

C. A. Hart for Northern Pacific Railway Co. 


Report of the Commission. 


BY THE COMMISSION: 

G. L. Jubitz, assignee of Loewenberg & Going Co., 
a corporation formerly engaged in the manufacture of 
stoves at Portland and Salem, in the state of Oregon, 
by petition, filed June 19, 1912, assails as unreasonable 
the rate charged by defendants for transportation of 
coke in carloads from Wilkeson, Wash., to Salem, Oreg. 
During the period from July 16, 1910, to May 12, 1912, 
there were shipped over defendants’ lines from Wilke- 
son to Salem, on behalf of said corporation, eleven 
carloads of coke of the aggregate weight of 548,100 
pounds, for which transportation charges in the total 
sum of $766.83 were collected. There was no joint 
through rate applicable to the traffic, and the charges 
were based on a rate of $1.75 per gross ton from Wilke- 
son to Portland, and a rate of $1.20 per net ton, or 
$1.344 per gross ton, from Portland to Salem, making 
a combination through rate equal to $3.094 per gross 
ton. Complainant asks that a reasonable joint through 
rate be established for the future, and that reparation 
be awarded on past shipments. 

The chief attack is upon the charge by the South- 


.ern Pacific Co. from Portland to Salem, applied as a 


part of the combination through rate. The distance 
from Portland to Salem is 53 miles, as compared’ with 
175 miles from Wilkeson to Portland. 

The average weight of the shipments was a little 
less than 50,000 pounds. The earnings averaged approxi- 
mately $69 per car for a distance of 228 miles, equal 
to about 30 cents per car per mile, or about 13.5 mills 
per gross ton per mile. 


By way of comparison complainant refers to other 
coke rates on the Northern Pacific: From Everett, 
Wash., to Portland, Oreg., the rate is $2.25 per gross 
ton, the distance being approximately the same as from 
Wilkeson to Salem; from Everett to Tacoma, Wash., a 
distance of 87 miles, the rate is $1.20 per gross ton; 
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long haul. 


and from Wilkeson to Seattle, Wash., a distance of 
about 51 miles, the rate is 65 cents per gross ton. 

Defendant Southern Pacific Co. states that all of 
these rates are more or less affected by water compe- 
tition; that as to the rates from points which are not 
on Puget Sound the force of water competition is felt 
not because the coke could move by water from point 
of origin to a point on the sound, but because coke 
comes by water to points on the sound from various 
points of origin and it is necessary for the railroad 
companies to make rates from inland points near the 
sound which will enable the shippers to sell at points 
on the sound in competition with coke brought to those 
points by water. However, the Northern Pacific Co. 
submitted no evidence to this effect, and upon the 
record there is no ground for an assumption that this 
rate of $1.75 from Wilkeson to Portland is unreasonably 
low. Counsel for the Northern Pacific did object to the 
establishment of any joint rate, the proportion of which 
north of Portland would be less than its present 
local rate. 


On behalf of the Southern Pacific Co. the testimony 
is to the effect that to avoid transfer to vessels on the 
Willamette River, coke moves from Portland to Salem 
exclusively by rail and is therefore not affected by 
water competition, although other commodities are so 
affected. It has also filed in the record a table of 
rates which tends to show that the rate from Portland 
to Salem, as well as the through combination rate from 
Wilkeson to Salem, is not out of line with other rates 
in Oregon and Washington for similar distances where 
the traffic is not affected by water competition. 

Ordinarily as the length of haul increases the rate 
per ton per mile decreases; and, generally speaking, a 
joint through rate should be somewhat less than the 
combination upon an intermediate point, for the reason 
that in the through haul there are but two terminal 
expenses. 


In this case it will be noted that if the coke is 
hauled to Portland, the shipper pays one cent per gross 
ton per mile, while if it is hauled 53 miles farther, to 
Salem, the shipper pays 13.5 mills per gross ton per 
mile; and that the rate for the haul from Portland to 
Salem is 76 per cent of the rate for the haul from 
Wilkeson to Portland, although the distance from Port- 
land to Salem is only 30 per cent of the distance from 
Wilkeson to Portland. 


Although it is entirely proper that the rate per ton- 
mile for a short haul should be somewhat higher than 
the rate per ton-mile for a long haul, this principle has 
no application to cases where the local rate for the 
short haul is in fact a part of the through rate for a 
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Upon consideration of all the facts and circum- 
stances of record, we are of the opinion that the rate 
on coke from Wilkeson to Salem was and is unjust to 
the extent that it exceeds $2.55 per gross ton, for the 
reason that the rate of the Southern Pacific Co. from 
Portland to Salem, as applied to through traffic origin- 
ating at Wilkeson, was and is unreasonable to the 
extent that it exceeds 80 cents per gross ton. We are 
of the opinion that for the future defendants should 
establish a joint rate from Wilkeson to Salem which 
shall not exceed $2.55 per gross ton. We further find 
that the shipments were made in accordance with the 
above statement of facts; that complainant has been 
damaged by payment of rates in excess of those herein 
found reasonable to the extent that the separately 
established rate of the Southern Pacific Co. exceeded 80 
cents per gross ton; and that he is, therefore, entitled 
to an award of reparation against the Southern Pacific 
Co. in the sum of $142.84, with interest from May 15, 
1912, 


An order will be entered accordingly. 





ORDER. 


This case being at issue upon complaint and 
answers on file. and having been duly heard and sub- 
mitted by the parties, and full investigation of the 
matters and things involved having been had, and 
the Commission having, on the date hereof, made and 
filed a report containing its findings of fact and con- 
clusions thereon, which said report is hereby referred 
to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before July 15, 1913, and for a period of 
two years thereafter to abstain, from charging, demand- 
ing, collecting, or receiving their present rate for the 
transportation of coke in carloads from Wilkeson, 
Wash., to Salem, Oreg., which rate is found in said 
report to be unreasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish on or 
before July 15, 1913, upon notice to the Interstate Com- 
merce Commission and to the general public by not 
less than five days’ filing and posting in the manner 
prescribed in Section 6 of the act to reguiate com- 
merce, and for a period of two years from and after 
July 15, 1913, to maintain and apply to the transporta- 
tion of coke in carloads from Wilkeson, Wash., to 
Salem, Oreg., a rate not in excess of $2.55 per gross ton, 
which rate is found in said report to be reasonable. 

And it is further ordered, That defendant Southern 
Pacific Co. be, and it is hereby, authorized and directed 
to pay unto complainant, G. L, Jubitz, assignee of 
Loewenberg & Going Co., on or before July 15, 1913, 
the sum of $142.84, with interest thereon at the rate 
of 6 per cent per annum from May 15, 1912, as repara- 
tion on acount of a rate charge for the transportation 
from Portland, Oreg., to Salem, Oreg., of 11 carloads of 
coke which originated at Wilkeson, Wash., and moved 
as a through shipment from Wilkeson, Wash., to Salem, 
Oreg., which rate so charged has been found unrea- 
sonable, as more fully and at large appears in and by 
said report of the Commission. 
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ORDERS COAL RATE REDUCED 


CASE NO. 5015 OPINION NO. 2303 

(27 ¥.. C. C. Bep., P. 47.) 

WAYNE R. BROWN VS. BOSTON & MAINE RAIL- 
ROAD ET AL. 


Submitted March 14, 1913. Decided May 6, 1913. 

The rates maintained by certain of the defendants for the 
transportation of anthracite coal from various mining points 
in Pennsylvania to Scotia, N. Y.,* held to be excessive, and 
reductions to $2 per gross ton on the prepared sizes, with 
corresponding reductions on the smaller sizes, ordered. 

C. S. Hillyer and Wm. L. Ranson for complainant. 
Charles H. Blatchford for Boston & Maine Railroad. 
Lewis E. Carr and H. D. Weatherwax for Delaware 

& Hudson Co. 6 

J. C. Anderson for New York, Ontario & Western 


Railroad Co. 


Report of the Commission. 


MEYER, COMMISSIONER: 

Wayne R. Brown, a dealer in coal, wood, and 
cement, located at Scotia, N. Y., attacks the rates 
charged for the transportation of anthracite coal in 
carloads from certain points of origin in Pennsylvania 
to his place of business as unjust and unreasonable, 
discriminatory, and prejudicial, and asks for the estab- 
lishment of joint through rates not to exceed the rates 
contemporaneously in effect to Schenectady, N. Y. 

The rates complained of are, first, a joint rate of 
$2.15 per gross ton for all sizes from Packerton, Pa., 
via the Lehigh Valley Railroad, West Shore Railroad, 
and Boston & Maine Railroad; second, $2.15 for the 
prepared sizes, $2.10 for pea, and $1.95 for buckwheat 
Nos. 1, 2, and 3, from Peckville and Scranton, Pa., via 
the New York, Ontario & Western Railroad and West 
Shore Railroad to Rotterdam Junction, at proportional 
rates of $1.85, $1.80, and $1.65, respectively, plus 30 
cents per ton for all sizes Rotterdam Junction to Scotia, 
via Boston & Maine Railroad; third, $2 per ton for the 
prepared sizes, $1.85 for pea, $1.70 for buckwheat No. 1, 
and $1.55 for buckwheat Nos. 2 and 3, these last also 
being joint rates applicable from Peckville, Pa., via the 
Delaware & Hudson Co. to Mechanicville, N. Y., and 
the Boston & Maine Railroad to Scotia. 

In advance of the hearing the Lehigh Valley Rail- 
road Co. entered into a stipulation in connection with 
the petitioner to the effect that it would voluntarily 
readjust its rates in harmony with any rates the Com- 
mission might order on the other lines involved in 
this case. 

Scotia is a separately incorporated village, situated 
on the north bank of the Mohawk River opposite 
Schenectady, with which there is direct communication 
by means of a highway bridge. The Schenectady street 
car lines operate into Scotia, one fare being charged 
to or from any point -in Schemectady. Scotia has free 
delivery of mail, being served from a substation of the 
Schenectady post office. It also has telegraph, express, 
and merchandise deliveries on the same basis as out- 
lying parts of Schenectady, Scotia being nearer to the 
business district of Schenectady than some residence 
sections of the city itself. 

The Fitchburg division of the Boston & Maine Rail- 
road, which is the only railroad serving Scotia, has a 
junction with the Delaware & Hudson Co. at Mechanic- 
ville, 1 miles east, and its western terminus is at 
Rotterdam Junction, between 5 and 6 miles west, where 
there is a large interchange yard with the West Shore 
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Railroad. For a considerable time the Boston & Maine 
Railroad handled its Scotia business from Rotterdam 
Junction, but about 1908 a station was established at 


Scotia. The Boston & Maine Railroad handles all its 
Schenectady business, both freight and passenger, 
through this station. 


As indicated, the complainant has several sources 
of supply, though substantially all of the coal bought by 
him within the last two years came from the Scranton 
Coal Co.’s fields via the New York, Ontario & Western, 
West Shore, and Boston & Maine railroads at the com- 
bination of the proportional rates to Rotterdam Junc- 
tion and the local rate from there to Scotia. An occa- 


sional purchase was made from mines at Packerton, 


NE WBURGH 


CORNWALL 


NATIONAL JCT 
(JERSEY CITY) 





shipment being made via the Lehigh Valley, West 
Shore, and Boston & Maine railroads, or from mines at 
Peckville via the Delaware & Hudson Co. and Boston 
& Maine Railroad. Although in the latter case the rate 
is $2, for some reason the coal costs 10 cents per ton 
more at the mines, and thus the advantage of the rate 
over that route is largely offset. The petitioner occa- 
sionally buys coal from the Hudson Coal Co., which 
operates on the line of the Delaware & Hudson Co., 
but this coal is always sold to him at_a delivered price, 
10 cents per ton above the cost of the coal, including 
transportation, from either the New York, Ontario & 
Western fields or the Lehigh Valley fields. 

The complainant has to meet the competition of 
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retail coal dealers in Schenectady, and also anticipate 
active competition on the part of the Schenectady) 
County Coal Co. This company is said to be organ 
ized in the interest of the Delaware & Hudson Co., and 
has recently established itself in Schenectady with 
large central coal-handling plant and smaller plants i: 
outlying districts, one of them being in Scotia, for th: 
purpose of supplying coal at wholesale to the dealers 
though the petitioner apprehends that it will eventually 
enter the retail trade, as has been done in other towns 
where similar companies have been established. Thi 
feature of the present complaint will receive due con 
sideration in the general investigation of anthracite coa! 
rates which the Commission is now conducting. 

The rates to Schenectady are as follows: From 
Packerton, via Lehigh Valley Railroad, West Shore 
Railroad, and New York Central & Hudson River Rail 
road, $1.95 per gross ton for all sizes; from Peckville 
and Scranton, via New York, Ontario & Western Rail- 
road and Delaware & Hudson Co., $1.95 for the prepared 
sizes, $1.60 for pea, $1.50 for buckwheat No. 1, and $1.40 
for buckwheat Nos. 2 and 3 and birdseye. It will thus 
be seen that the rates for the prepared sizes, which 
constitute the bulk of the complainant’s trade at pres- 
ent, are 20 cents higher to Scotia than to Schenectady, 
except on shipments moving via Mechanicville, in which 
case the difference is 5 cents. The complainant ad- 
mitted that a 5-cent differential over Schenectady on 
this traffic is reasonable, in view of the additional haul 
of about 32 miles which is involved via the route 
named, but for reasons already explained he has not 
been able to take advantage of the lower rate. 

Exhibits were filed in behalf of the complainant 
for the purpose of showing that on other traffic jin 
numerous instances the same rates apply to Scotia as 
to Schenectady. Rates are quoted from Buffalo, New 
York, Cincinnati, and certain stations in Illinois and 
Kansas, on lumber, logs, molding sand, iron ore, grain 
and grain products, hay, crushed stone, and broomcorn. 
Objection is made on the part of the defendants that 
these rates are not fairly representative. On the part 
of one of the defendants, the Delaware & Hudson Co., 
exhibits were submitted after the hearing showing th¢« 
six-class rates from points in Pennsylvania, New York, 
and New Jersey, some of the points being located in 
the anthracite coal districts. Of the rates shown in 
these exhibits about one-third are no higher to Scotia 
than to Schenectady, several being lower. For instance, 
on all classes from Rome, N. Y., and on third class 
from Scranton and Wilkesbarre, Pa., the rates are lower 


to Scotia than to Schenectady. From the last two 
points named the first and second class rates are the 
same to both destinations, while the fourth, fifth, and 


sixth class rates to Scotia are somewhat higher than to 
Schenectady. Commodity rates from many of the same 
points are also shown, the rates on pig iron, iron and 
steel products, sand, clay and clay products, etc., being 
uniformly higher to Scotia than to Schenectady. 

It was claimed that a lowering of the Delaware & 
Hudson Co.’s rates to Scotia would result in a disturb- 
ance of its coal rates to various destinations on the 
New York, Ontario & Western Railroad, West Shore 
Railroad, and New York Central & Hudson River Rail- 
road, and would affect a large volume of traffic. On the 
part of the New York, Ontario & Western Railroad it 
was claimed that the reduction of its Scotia rates to 
the Schenectady level would necessitate a reduction in 
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its rates to all points on the West Shore Railroad be- 
tween Schenectady and Utica and to a number of points 
in the vicinity of Utica ($2 per ton) in order to avoid 
a violation of the fourth section. 


It was stated that the rates to Schenectady were 
originally established through Newburgh and Cornwall 
on the Hudson River, on a lower basis as a result of 
water competition, and that such competition did not 
and does not now affect traffic to Scotia. In reply it 
was contended on the part of the complainant that the 
new state barge canal would occupy the whole of the 
Mohawk River between Scotia and Schenectady, thus 
providing water transportation for Scotia as well as for 
Schenectady. 

Shipments originating on the New York, Ontario & 
Western Railroad are turned over to the West Shore 
Railroad at Utica and carried from there to Rotterdam 
Junction. The interchange yard at this point is owned 
by the Boston & Maine Railroad interests, but is used 
jointly by the Boston & Maine Railroad and the West 
Shore, each bearing one-half of the expense. The move- 
ment from Rotterdam Junction to Scotia, between 5 and 
6 miles, is apparently considered a road haul, and the 
30 cents per ton charged for it is claimed to be in line 
with charges for similar service rendered at other 
points on the Boston & Maine. It is also contended 
that east of Buffalo the usual rate for switching within 
yard limits is 30 cents per ton. 


According to the record, the distance from Peckville 
to Scotia via the Delaware & Hudson Co. to Mechanic- 
ville and the Boston & Maine is 208 miles. The dis- 
tance from Peckville via the New York, Ontario & 
Western, West Shore, and Boston & Maine is 238 miles, 
and from Scranton 245 miles, while the distance from 
Packerton via the Lehigh Valley, West Shore, and 
Boston & Maine is 300 miles. The short line is there- 
fore by the Delaware & Hudson Co., which has sub- 
stantiaily the whole of the haul. 

The average receipts per ton per mile on the pre- 
pared sizes of coal to Scotia by way of the New York, 
Ontario & Western, the West Shore, and the Boston & 
Maine are 9 mills or 8.7 mills, according to the point 
of origin. The average by way of the Lehigh Valley, 
the West Shore, and the Boston & Maine is 7.1 mills, 
and the average by way of the Delaware & Hudson and 
the Boston & Maine is 9.6 mills. These averages are 
all considerably in excess of the average receipts per 
ton per mile from all classes of freight, as reported to 
the Commission by the five operating companies in- 
volved, for the years ended June 30, 1911 and 1912, ex- 
cepting the Boston & Maine and the New York, Ontario 
& Western. Those averages are given in the following 
table. The ton-mile averages for anthracite coal, which 
are generally understood to be considerably lower than 
those for all classes of freight, are also shown for those 
carriers that include them in their annual reports. 
AVERAGE RECEIPTS IN CENTS PER TON PER MILE AS 
: REPORTED TO THE COMMISSION BY THE 

CARRIERS NAMED. 


Anthra- Anthra- 
All cite. All cite 
Road. Freight. Coal. Freight. Coal. 
SE ER EY ow cede bab daien 1.095 ae 1.089 
RE NE. bike cen edisinvect pons -652 ae -646 
New York Central (including 
WOU CED Sac cg es WeoN Ces ceee 628 0.458 .634 0.466 


New York, Ontario & Western... .754 .622 .758 .613 
Delaware & Hudson..,.........-- .689 iia a .669 jawien 
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The averages given in the second and fourth col- 
umns are those for all classes of freight, both carload 
and less than carload, including high-class merchandise 
which produces proportionately more revenue, as well 
as the low-grade commodities which move in large 
volume. 


The complainant stated that the average revenue 
per car to the Boston & Maine Railroad at the 30-cent 
rate from Rotterdam Junction was $10 or $11. Two to 
four cars are generally delivered to him at one time, 
hence the average revenue from each shipment would 
be in the neighborhood of $32 or $33. The service in- 
volves no obligation on the part of the carrier to fur- 
nish equipment and but little detention of the cars for 
unloading under the method of handling them as de- 
scribed by the complainant. 

Taking into consideration al] the facts in this case, 
we think the complaint is well founded. The connec- 
tion of Scotia and Schenectady by a highway bridge, 
the arrangements for free delivery in Scotia by Schenec- 


tady merchants, and vice versa, the many voluntarily. 


established railway rates the same to both towns, the 
relation of both communities to the new barge canal 
and the Mohawk River, and other geographical and 
commercial considerations appearing of record warrant 
the conclusion that for the purposes of railway trans- 
portation these two places are one traffic area, entitled 
to substantially the same rates. A mere glance at the 
map showing the lines of railways participating in this 
business impresses one with the propriety of common 
grouping unless decisive special considerations should 
appear. None have been shown in this case. Rates 
covering substantial distances are practically never bal- 
anced to such a degree of nicety as to reflect difler- 
ences resulting from differences in switching and line 
movements over the different routes as small as those 
involved in the work at Rotterdam Junction and from 
there to Scotia. On the contrary, especially in the 
coal trade, it is customary to ignore considerable differ- 
ences in mileage and substantial differences in switch- 
ing in order to place contiguous communities on a basis 
of commercial equality. The extent and wisdom of such 
a policy is not here in issue. We wish merely to sug- 
gest that to place Scotia and Schenectady on substan- 
tially the same rate basis is entirely in harmony with 
what carriers have long been doing in all parts of this 
country. 

Upon the record, the present joint through rate of 
$2.15 per gross ton on all sizes of anthracite coal, main- 
tained by the Lehigh Valley Railroad Co., the West 
Shore Railroad Co., and the Boston & Maine Railroad, 
is -held to be excessive, and these defendants will be 
required to publish and maintain for a period not less 
than two years a joint through rate not to exceed $2 
per gross ton on all sizes of anthracite coal from Pack- 
erton, Pa., to Scotia, N. Y. Likewise, the charges of 
$2.15 per gross ton on the prepared sizes, $2.10 on pea, 
and $1.95 on buckwheat Nos. 1, 2, and 3, made up of 
joint proportional rates of $1.85, $1.80, and $1.65, re- 
spectively, maintained by the New York, Ontario & 
Western Railroad Co. and West Shore Railroad Co. from 
Peckville and Scranton, Pa., to Rotterdam Junction, 
N. Y., and the 30-cent local rate on all sizes maintained 
by the Boston & Maine Railroad from Rotterdam Junc- 
tion to Scotia, are held to be excessive, and these de- 
fendants will be required to publish and maintain for 
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a period not less than two years joint through rates 
Peckville and Scranton, Pa., to Scotia, N. Y., not 
exceeding $2 per gross ton on the prepared sizes, $1.95 
on pea, and $1.80 on buckwheat Nos. 1, 2, and 3. 


An order will be entered accordingly 
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ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly 
the parties, and full 
things 
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having 
date 
findings of 


heard submitted by 
matters and 
involved been had, and the Commission 
having, on the 


containing its 


filed a 
conclusions 


made and 
fact and 


hereof, report 


thereon, 


which said report is hereby referred to and made a 
part hereof: 
It is ordered, That defendants Lehigh Valley Rail- 


road Co., West Shore Railroad Co., and Boston & Maine 


Railroad be, and they are hereby, notified and required 
to cease and desist, on or before July 15, 1913, and for 
a period of two years thereafter abstain, from charging, 
demanding, collecting, or 
for the 


receiving their present rates 
anthracite coal of all sizes 
Packerton, Pa., to Scotia, N. Y., which 
rates are found in said report to be unreasonable. 

It is further 


ants be, and 


transportation of 
in carloads from 


ordered, That the 
they are hereby, 
establish, on or before July 15, 


last-named defend- 


notified and required to 
1913, upon notice to the 
Interstate Commerce Commission and the general public 
by not than five filing and posting in the 
prescribed in section 6 of the act to 
commerce, and for a period of two after said 
July 15, 1913, to maintain and apply to the transporta- 
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less days’ 


manner regulate 
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coal of all sizes in 


Packerton, Pa., to Scotia, N. Y. 


carloads from 
joint through rates not 
in excess of $2 per gross ton, which rates are found in 
said report to be reasonable. 

It is That 
Ontario Railway Co., 
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& Western 
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York, 
Railroad 
Co., and 


Maine they are 


hereby, required to cease and desist, on 


or before July 15, 1913, and for a period of two years 
thereafter to abstain, from charging, demanding, collect- 
ing, or receiving their present rates for the transporta- 
tion of anthracite coal of prepared sizes, pea, and buck- 
wheat, Nos. 1, 2, and 3, in carloads, from Peckville and 
Scranton, Pa., to Scotia, N. Y., via 
N. Y., which 


reasonable. 


Rotterdam Junction, 
rates are found in said report to be un- 

And it is further ordered, That the defendants named 
in the next preceding paragraph hereof be, and they are 
hereby, notified and required 
1913, 


Commission 
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July 15, notice to the 


upon Interstate Commerce 
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section 6 of the Act to regulate commerce, 
period of two years after said July 15, 1913, 
and apply to the anthracite 
varloads Scranton, Pa., to 
x; = Junction, N. Y., joint through 
rates, per gross ton, not in excess of the following: On 
prepared sizes, $2; on 
Nos. 1, 2, and 3, $1.80, 
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FIXES CATTLE RATES 


CASE NO. 4901 
(27 I. C. C. Rep., P. 54) 

ROCK SPRING DISTILLING CO. ET AL, VS. 

CENTRAL RAILROAD CO. ET AL. 

1912. 


Complainants allege that the rates on cattle between Owen 
boro, Ky., and East St. Louis, Ill, Chicago, IIL, and N« 
York, N. Y., are unjust, unreasonable and discriminato 
as compared with the rates from the same points 
Evansville, Ind., Louisville, Ky., and Cincinnati, O. Held 

] That the rate from East St, Louis to Owensboro shall no 
exceed 15 cents per 100 pounds, with a minimum weig! 
of 20,000 pounds. 

2. That the rate from Chicago to Owensboro shall not excee 
$32 per car. 

3. With respect to the rates from Owensboro to New Yor! 
complainants having failed to join as parties defendant 
all of the carriers participating in this rate, the Commis 
sion is without power to enter an order in regard thereto 

1. Reparation denied. 


ILLINOIS 


Submitted Sept. 9, Decided May 6, 1913. 


Silas Rosenfeld for complainants. 

A. P. Humburg for Illinois Central Railroad Co. 

R. A. Miller and James R. Skillman for 
Henderson & St. Louis Railway Co. 


Louisville 


Report of the Commission. 
MEYER, Commissioner: 

The complainants in this proceeding, the Rock Spring 
Distilling Co., a corporation, Milton Hamilton & Co. and 
the Owensboro Cattle Co., copartnerships, are located on 
the outskirts of the city of Owensboro, Ky. By complaint, 
filed May 27, the rates on cattle 
in and out of Owensboro City, Mo., East 
St. Louis, Ill., and discriminatory as 
compared with the rates in and out of Evansville, Ind., 
Louisville, Ky., and Cincinnati, O. The rate on cattle 
from Owensboro to New York is also attacked as being 
unreasonable and unjustly 
with the 


1912, they allege that 
from Kansas 


Chicago, Ill., are 


discriminatory as compared 
from Cincinnati and Louisville. Com 
plainants pray that defendants be ordered to cease and 
desist from practicing this discrimination and 
aration on specific shipments be awarded. 
Hearing was 


rates 
that rep 


had and testimony submitted, but the 
filing of briefs and oral argument were waived. The tes- 
timony that the complainants distill whisky and 
fatten feeder cattle purchased chiefly at Kansas City, East 
St. Louis and Chicago. These animals are fed with th« 
offal or slop, which is a by-product in the manufactur: 
of whisky. When have fattened they ar 
shipped to the market which offers the best price. 

The following statement shows the number of cattle 
received by the Rock Springs Distilling Co. for the past 
five seasons: 


shows 


they been 


Date. Head. Cars.* 
Fall and Spring of 

SE. ticks capi suarvenenobasdsennse ten 682 23 

Pee! steaks 810 27 

Dn Wein. Be bos bwdschbatscaeckunene - 812 27 

OI 0 Din Shea be on on ei senna nee: # da tari ae -1,250 12 

ER ace dl onto oa ea ein we ae a eee .1,337 15 


*Based upon 30 head to the car, 


No records were kept by the other complainants, and 
it is therefore impossible to give a statement of the num- 
ber of cattle received and fed by them. 

The rate from Kansas City, Mo., to Owensboro, Ky., 
is made up of 17 cents per 100 pounds from Kansas City 
to East St. Louis, minimum. weight 22,000 pounds, plus 
$45 per car beyond, making a total minimum charge of 
$82.40. The rate from Kansas City to 
cents per 100 minimum 22,000 


Louisville is 17 
pounds, to East 
St. Louis, plus 15 cents per 100 pounds, minimum 20,000 
pounds, beyond, which upon a minimum weight of 22,000 
pounds would make a total charge of $70.40. The rate 


pounds, 
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from Kansas City to Evansville is 17 cents per 100 pounds, 
minimum 22,000 pounds, to East St. Louis, -plus $25 per 
car beyond, making a carload charge of $62.40. The rate 
from Kansas City to Cincinnati is the same as to Louis- 
ville—a total charge of $70.40 per car of 22,000 pounds. 
Most of the cattle shipped into Owensboro come from these 
points. A small portion, however, is purchased in Ken- 
tucky and is driven or shipped into Owensboro. 

The complainants contend that they are entitled to 
Ohio River crossings rates. Owensboro is located on the 
Louisville, Henderson & St. Louis Railway, on the south 
side of the Ohio River, 42 miles east of Evansville and 
114 miles west of Louisville. The defendants at the hear- 
ing stated that the rates to Owensboro, Ky., are made 
up of the Ohio River crossing rates plus a bridge toll at 
Evansville and the local rate from Evansville to Owens- 
boro. 

The defendants, while, of course, recognizing the 
geographical fact that Owensboro is situated on the Ohio 
River, insisted that since there is no bridge across the 
river there it is not an Ohio River crossing. They con- 
tended that for rate-making purposes Owensboro might 
just as well be 42 miles south of the river and that its 
mere location on the Ohio River does not entitle com- 
plainants to the Ohio River crossing rates. 

A river crossing, in railway terminology, involves 
two things—a river and a bridge. Owensboro has the 
river, but not the bridge. If it had the bridge this case 
would probably never have arisen, because competition 
would have forced the crossing rates. But Owensboro, 
with or without the bridge, is entitled to reasonable rates. 


Defendants assert that Owensboro enjoys rates which 
compare favorably with points located about 42 miles 
south of the river. Below is a table which gives a com- 
parison of rates from East St. Louis and Chicago to Owens- 
boro and points approximately the same distance from 
the Ohio River, at which distilleries are located: 


Rate Per Car of 
20,000 Pounds. 


Distance 
from Ohio 


River From From 
Crossings. East St. Chicago, 
To— Miles. Louis, Ill. Ill. 
Ohio River Crossings: 
SS 3. aa $30 $30 
ee i cee deste es 30 32 
ee 25 30 
Points South of River: 
Owensboro, Ky. .......... 42 45 50 
Stanley, Ky. ..... nkevnie nk in 45 50 
meee TiO, Bs... ce cces 42 47 42 
Coon Hollow, Ky.......... 52 47 42 
Gethsemane, Ky. ........ 48 47 42 
Athertonville, Ky. ....... 44 17 42 
af OS 50 47 42 
CPOGGNEERE, BOW.” coseccsecs 415 47 49 
ee ee eee 47 40 


Defendants call attention to the peculiarly expensive 
terminal service for the loading and unloading of cattle 
at Owensboro. As stated above, the distilling companies 
interested in this proceeding are located on the outskirts 
of opposite sides of the city, about 5% miles apart. When 
a cattle train arrives at Owensboro, the Louisville, Hen. 
derson & St. Louis Railway at once assigns a switching 
engine to take the cars to their different destinations. 
The facilities at the distilleries are such that if many cars 
are to be received by them the switching engine is 
obliged to haul the cars there in twos or threes, wait 
until they are unloaded, and haul them to an empty 
track. They repeat this operation until all the cars are 
unloaded. When cars are requested for loading, a switch- 
ing engine is similarly assigned to the carrying of cars 
to the different plants, and must wait until the cars have 
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been loaded and then carry them into Owensboro. The 
carriers make no additional charge for this service. 


The rate to New York from Owensboro is 40 cents 
per 100 pounds. This rate is made up of the local rate 
to Evansville, plus the rate from Evansville to New York. 
The same rate is generally applied via Louisville. The 
complainants call attention to the rate of 24% cents from 
Cincinnati to New York; from Louisville to New York 
it is 28 cents, while from Owensboro to New York the 
rate is 40 cents—10 cents to Evansville and 30 cents 
from Evansville to New York. 

The following table reflects the salient features of 
the record and facts in this case with reference to ship- 
ments from East St. Louis and Chicago to Owensboro, 
Evansville and Louisville: 


iarnings 
Per 
Distance. Car-Mile. 
From— Miles. Cents. 
East St. Louis to Louisville...............2-+sda. 9.3 
East St. Louis to Eivansville...............+. 165 15.1 
Coes fit BOs 6 h.6 2604 dbkees cane odnce’s 287 10.5 
ee ee, Ee Orr rrr ers 9.8 
Wevamevilie th SPOR. bcc vidcids 6 cececesiccvas 42 47.6 
East St. Louis to Owensboro................. 207 21.7 


The gross earnings per car assumed in the above 
table are the actual earnings for such hauls or parts of 
hauls for which the tariff rate is expressed in dollars 
per car; for all other hauls the revenues are estimated 
at the published rate per 100 pounds applied to the mini- 
mum governing the particular haul. The per-car-mile 
earnings on that part of the haul from Evansville to 
Owensboro stand out rather grotesquely in this table. 
When it is remembered that the haul to Louisville from 
both St. Louis and Chicago involves a bridge toll, it is 
impossible to discover in the record or elsewhere a sat- 
isfactory explanation for the difference of approximately 
38 cents per car-mile for the haul from Evansville to 
Owensboro, compared with the two mentioned. The en- 
tire haul from East St. Louis to Owensboro, for a dis- 
tance of 207 miles, at $45 per car, yields 21.7 cents per 
car-mile. This, too, is apparently entirely out of line 
with the other rates. 


In and by themselves the rates resulting in the 
charges of 21.7 and 47.5 cents per car-mile, as compared 
with the per-car-mile earnings on the other hauls with 
which comparisons are made, are excessive and in their 
effect upon the business of the petitioners at Owensboro 
they are unjustly discriminatory. The distance from 
Owensboro to Louisville is 114 miles, and if we apply 
the Louisville rate on shipments to Owensboro from East 
St. Louis and Chicago, for distances of 207 and 329 miles, 
respectively, we get per-car-mile earnings of 14.5 cents 
in the first case and 9.7 cents in the second. This would 
still leave the rate from East St. Louis to Owensboro 
on a relatively high level, for which the bridge charge 
which is common to both Louisville and Owensboro can- 
not account and which will go far toward offsetting the 
extra expense said to be incurred on account of the un- 
usually expensive switching services performed in Owens- 
boro. 


It is our judgment and determination that the rate 
from East St. Louis to Owensboro should not exceed 15 
cents per 100 pounds, with a minimum weight of 20,000 
pounds, and from Chicago to Owensboro it should not 
exceed $32 per car. 

Turning now to the rates charged for shipments from 
Owensboro to New York, we arrive at the following com- 
parative figures, likewise based upon the published min- 
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ima of 20,000 pounds, at the published rates per 100 
pounds: 


Present Rate Per- 
Per 100 Revenue Car-Mile 
Pounds. Distance. Per Earnings. 
From Cents. Miles. Car. Cents. 
Owensboro to New York..... 40 1,020 $80 7.84 
Evansville to New York......30 978.1 60 6.13 
Louisville to New York...... 28 865.1 56 6.47 


The short-line distance from Evansville to New York 
is 978.1 miles and from Louisville to New York 865.1 
miles. From Evansville carriers receive a minimum reve- 
nue per car which is $4 greater than that received for 
the haul from Louisville to New York. Adding to the 
113 miles which Evansville is farther from New York 
than Louisville the 42 miles from Owensboro to Evans- 
ville, we arrive at an excess of distance from Owensboro 
to New York, as compared with the distance from Louis- 
ville to New York, of 155 miles where the movement is 
through Evansville. For this difference in distance the 
carriers get $24 additional revenue, at the minimum 
weight per car. For the additional 42 miles from Owens- 
boro to Evansville they receive $20 more. While empha- 
sis is laid upon the $2 bridge charge at Evansville, it 
should again be recalled that a similar bridge service 
must be performed at Louisville. It is well understood 
that for distances like those involved here—approximately 
900 and 1,000 miles—a difference of 40 or 50 miles is 
generally not recognized at all in making rates on im- 
portant commodities like live stock, grain, coal, etc. 
However, whatever the arguments may be in regard ‘to 
shipments through Evansville, when the movement is 
through Louisville, and the distance to New York is 
correspondingly less, the existing rate appears excessive 
and unjustly discriminatory; and it is our judgment that 
for such movement the rate from Owensboro to New 
York should not exceed the rate contemporaneously in 
effect from Evansville to New York. 

However, complainants in this proceeding have noi 
joined as party defendants the carriers participating in 
the rate from Evansville to New York, therefore the 
Commission is without power at this time to enter an 
order reducing the rate from Owensboro to New York. 
No reparation will be awarded. An order in accordance 
with these findings will be entered. 


ORDER. _ 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants, as 
their various routes may run, be, and they are hereby, 
notified and required to cease and desist, on or before 
July 15, 1913, and for a period of two years thereafter 
abstain, from charging, demanding, collecting or receiving 
their present rates for the transportation of cattle, in 
carloads, from East St. Louis and Chicago, Ill., te Owens- 
boro, Ky., which rates are found in said report to be 
unreasonable and unjustly discriminatory. 

It is further ordered, That said defendants, as their 
various routes may run, be, and they are hereby, notified 
and required to establish, on or before July 15, 1913, 
upon notice to the Interstate Commerce Commission and 
the general public by not less than five days’ filing and 
posting in the manner prescribed in section 6 of the Act 
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to regulate commerce, and for a period of two year 
after July 15, 1913, to maintain and apply to the trans 
portation of cattle in carloads from East St. Louis, Ii! 
and Chicago, Ill., to Owensboro, Ky., rates which sha 
not exceed the following: From said Hast St. Louis 15 
cents per 100 pounds, with a minimum carload weigh' 
of 20,000 pounds; from said Chicago $32 per car, which 
rates are found in said report to be reasonable and non 
discriminatory. 


COMPLAINT DISMISSED 


CASE NO. 2732 OPINION NO. 2311 
(27 I. C. C. Rep., P. 59.) 

I. DUPONT DE NEMOURS POWDER COMPANY 
VS. PENNSYLVANIA RAILROAD CO. ET AL. 


Submitted Dec, 8, 1909. Decided May 6, 1913. 


E. 


The shipment here involved having been delivered to the con 
signee on June 18, 1907, the complaint, filed on July 15 
1909, is dismissed upon the authority of Blinn Lumber Co 
va, & P. Co., 18 L. C. C., 480. 

William A. Glasgow, Jr., for complainant. 
George Stuart Patterson for Pennsylvania Rail 
road Co. 


Report of the Commission. 


HARLAN, Commissioner: 

As will be observed from the statement of facts 
which follows, this complaint was submitted for decision 
more than three years ago. Although it was considered 
and was ready for disposition, no report was announced 
or action taken because the Commission was advised by 
the parties in interest that they would undertake the 
responsibility of settlement of the matter between them- 
selves on the theory that the shipment involved in the 
proceeding was not subject to our jurisdiction. Recently, 
however, we have been requested to proceed with the 
complaint, it appearing that no settlement has been 
made, 


The complaint relates to charges imposed by the 
defendants on 12 carloads of nitrate of soda delivered 
to the principal defendant at shipside at the port ol 
Philadelphia, in the state of Pennsylvania, and carried 
thence to Gracedale, in the same state. 

Prior to the arrival of the vessel at Philadelphia the 
complainant made inquiry of the principal defendant, 
which, in connection with its codefendant, the Lehigh 
Valley, serves Gracedale, as to the rate upon nitrate of 
soda to that point, stating that it was understood in the 
complainant’s traffic department that the defendant» 
were in a position to carry the traffic at the same rate 
that was then offered to shippers by the Philadelphia & 
Reading in connection with the Lehigh Valley. In reply 
to the inquiry the principal defendant, knowing what its 
own rates were, but being misinformed as to the rates then 
in effect over the competing route, gave the complainant 
the desired assurance, and thereupon the complainant 
contracted with the principal defendant for the move- 
ment. As a matter of fact, the legal rate on nitrate of 
soda then in effect over the Pennslyvania route to Grace- 
dale was 15 cents per 100 pounds, while the rate over 
the Reading route was 12 cents per 100 pounds. Charges 
were collected by the Lehigh Valley at destination on 
the basis of the published rate in effect over the ‘route 
of the movement; and the purpose of this complaint is 
to lay the matter before the Commission with a view to 
an order authorizing the defendants to readjust the 
charges with the complainant on the basis of a rate of 
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i2 cents, that was subsequently made effective. In sub- 
mitting the case counsel explained how the principal 
defendant happened to make the error when assuring 
the complainant that the rate over its route was as low 
as the rate over the competing route, and he expressed 
the personal conviction that good faith on the part of the 
defendants required them to reimburse the complainant 
in accordance with the prayer of the petition. 

It appears from an examination of the record that 
the carload shipments in question were part of a cargo 
of nitrate of soda which the complainant company had pur- 
chased in Chile and had brought to the port of Phila- 
delphia in the steamship Ferndene, which it had char- 
tered for the purpose. Upon the arrival f the vessel at 
Philadelphia it was docked at a pier not directly con- 
nected with the rails of any carrier. From here the 
cargo was distributed to 10 destinations, all but one of 
which were located within the state of Pennsylvania. 
So much of the cargo as was subsequently transported 
to Gracedale was taken by the principal defendant in 
car floats from shipside to its Greenwich slip. For this 
service the principal defendant made no charge, and it 
supports its course in that regard by reference to the 
following provision then and now in effect in its pub- 
lished tariffs: 

Traffic received from foreign ports: Unless otherwise pro- 
vided for by tariffs or herein, rates from Philadelphia, Pa., 
which pay Pennsylvania Railroad and its connections 5 cents 
per 100 pounds or over will include transfer from ship side, 
ete., to cars of this company. 

Local -domestic bills of lading were issued by the 
principal defendant for the carriage from Greenwich to 
destination. 

The 15-cent rate was the regular fifth-class rate of 
the defendants and had been in effect on this commodity 
for many years. But, as heretofore stated, the shipment 
could have moved as readily over the Philadelphia & 
Reading, in connection with the Lehigh Valley, at a rate 
of 12 cents per 100 pounds then in effect over that route. 
On Aug. 25, 1908, the rate over the latter route was 
reduced to 11 cents per 100 pounds, but was restored to 
12 cents on Jan. 15, 1909; the present rate is 15 cents. 
On Feb. 15, 1908, the defendants established, over what 
we have referred to as the Pennsylvania route, an 11- 
cent rate on nitrate of soda from Philadelphia to various 
points, including Gracedale. On Jan. 2, 1909, the rate 
was increased to 12 cents per 100 pounds. This was the 
first shipment of nitrate of soda over the Pennsylvania 
route to Gracedale. It should be added that there is no 
admission of record or any evidence tending to show 
that the 15-cent rate was unreasonable except the fact 
that a lower rate was then in effect over the Philadel- 
phia & Reading route, which lower rate was some months 
later established over the Pennsylvania route. In sub- 
mitting the case it was understood that the Pennsylvania 
would object to an order requiring the maintenance of 
the 12-cent rate for a period of two years. 


The Pennsylvania received the shipments on June 15, 
1907, and on the 18th they were delivered to the con- 
signee at Gracedale. Apparently the complainant herein 
was on the credit list of the Lehigh Valley and the 
freight charges were not immediately paid. On July 12, 
1907, there was mailed by complainant to the agent of 
the Lehigh Valley at Gracedale a check drawn on the 
Third National Bank of Scranton, Pa., in the amount of 
$1,401.63. Of this sum, $1,176 represented the freight 
charges on the shipments of nitrate here in question 
and $225.63 represented charges on shipments of soda, 
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charcoal, etc., that had moved to Gracedale during the 
month of June. The check reached Gracedale the fol- 
lowing day, the 13th, and was, we assume, deposited in 
the bank on that day by the agent of the Lehigh Valley. 
But whatever the fact in that regard may be, it definitely 
appears of record that the check, which in the course 
of business passed through several banks, did not reach 
the benk on which it was drawn until July 17, 1907, on 
which date it was stamped “Paid.” It is our understand- 
ing that the check was accepted by the agent of the 
Lehigh Valley at Gracedale in payment of the account 
when received by him on July 13, and that the account 
was then closed on his books. The financial standing of 
the complainant precludes any possibility that the check 
was accepted only for collection. We have referred to 
the check as having been sent to the agent of the Lehigh 
Valley at Gracedale and as including freight charges 
not only on the shipments in question, but on other ship- 
ments made to that point. This, however, is not entirely 
clear from the record. The check was made payable to 
the Lehigh Valley Railroad Co. and bears the endorsement 
of the agent of that company at South Bethlehem, Pa. 
These facts, however, are not important in view of the 
conclusion reached. 

The complaint was filed on July 15, 1909. This was 
2 years and 27 days after the shipment had been de- 
livered to the consignee at Gracedale and 2 years and 
3 days after the agent of the Lehigh Valley at Grace- 
dale had accepted payment of the account by check. It 
was, however, 2 days less than 2 years after the bank 
on which the check was drawn charged the amount 
against the account of the complainant. 


The question before us is which of these three dates 
is to control the transaction, so far as the bar of statute 
is concerned. That question is answered in Blinn Lum- 
ber Co. vs, S. P. Co., 18 I, C. C., 430. We there held 
that from the time of the delivery of a shipment the 
obligation rests upon the carrier to collect, and upon 
the shipper to pay, the lawfully established tariff rate, 
and that the statutory period of two years within which 
the Commission has jurisdiction to award damages aris- 
ing from violations of the Act to regulate commerce runs 
from the time when the shipment is delivered and when 
it becomes the legal duty of the carrier to collect the 
lawful charge. As the shipment was delivered to the 
consignee at Gracedale on June 18, 1907, and the com- 
plaint was not filed until July 15, 1909, it follows that 
it is barred by the period of limitation fixed in the act, 
and the complaint must therefore be dismissed. 


The jurisdiction of the Commission extends under 
the language of section one of the act to the transporta- 
tion of property “shipped from a foreign country to any 
place in the United States” when carried to such place 
from a port of entry. In submitting the case on the 
argument one of the questions presented was whether a 
part of a cargo reaching a domestic port from a foreign 
country in a chartered vessel, without ocean billing, and 
carried thence by rail from the port to a point in the 
same state, was a local movement within that state and 
therefore subject to the jurisdiction of the state authori- 
ties, or could be regarded as a shipment from a foreign 
country to an inland point of destination in that state 
and therefore under our jurisdiction. In view, however, 
of the disposition that must necessarily be made of the 
case as explained in what precedes, we find it unneces- 
sary to consider this question. But see In re Transpor- 
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tation of Sugar, 22 I. C. C., 558, and Rates on Cotton and 
Cotton Linters, 23 I. C. C., 404. 
An order will be entered dismissing the complaint. 


SPRING VEHICLES SECOND CLASS 


OPINION NO. 2312 
(27 I. C. C. Rep., P. 63.) 
MILBURN WAGON CO. VS. TOLEDO, ST. LOUIS & 
WESTERN RAILROAD CO. ET AL. 


Submitted Noy. 9, 1912. Decided May 5, 1913. 


CASE NO. 4300 


Rating of freight vehicles with springs, in carloads, as second 
class, minimum carload weight 8,000 pounds, in the South- 
ern Classification, not found unreasonable. 


Smith & Baker and E. R. Effler for complainant. 

R. Walton Moore, Charles J. Rixey, Jr., and Charles 
D. Drayton for Illinois Central Railroad Co.; Cincinnati, 
New Orleans & Texas Pacific Railway Co.; Southern 
Railway Co., and Mobile & Ohio Railroad Co. 

Morison R. Waite and O. S. Lewis for Cincinnati, 
Hamilton & Dayton Railway Co. 

N. W. Proctor and D. M. Goodwyn for Louisville & 
Nashville Railroad Co. 

Report of the Commission. 
BY THE COMMISSION: 

The Milburn Wagon Co. is a corporation engaged in 
the manufacture of farm and spring freight wagons and 
other vehicles, and has its principal place of business at 
Toledo, O. By petition, filed Aug. 9, 1911, it alleges that 
the rating of freight vehicles with springs, in carloads, 
in the Southern Classification is unreasonable, and that 
unreasonable charges were collected by defendants for 
the transportation of two carloads of those vehicles from 
Toledo to Memphis, Tenn., in November, 1909, and June, 
1911, respectively. The prayer is for establishment of 
a lower classification rating for the future and reparation 
in connection with the shipments described in the peti- 
tion. There is a further allegation of violation of the 
fourth section with respect of rates on these shipments. 
The prayers for reduced rates to Memphis and New 
Orleans and for reparation on specific shipments are 
subsidiary to the main purpose of the proceeding, which 
is to obtain an order requiring the Southern Classification 
to be so amended as to provide a fourth class rating, 
with a minimum carload weight of 12,000 pounds, for 
freight vehicles with springs. 

The classification now provides a second class rating 
and a minimum of 8,000 pounds for 36-foot cars, the 
minimum for longer cars being proportionately increased, 
on wagons, delivery or freight, N. O. S., with springs, 
boxed or crated, and carriers permit the mixture of pas- 
senger and freight spring wagons, similarly rated, at the 
same carload rating and minimum weight. 

A similar petition by the same complainant with 
respect to ratings in the Official Classification was con- 
sidered, among other things, in Milburn Wagon Co. vs. 
L. S. & M. S. Ry. Co., 22 I. C. C., 93, and upon the record 
in that case the relief sought as to the classification rat- 
ings was denied. 

The contention of the complainant is that freight 
wagons with springs should be segregated from this group 
and accorded a fourth class rating, with a minimum weight 
of 12,000 pounds for 36-foot cars, or such minimum as 
is appropriate to the size of the car used. 

It is urged by complainant that, as compared with 
passenger vehicles weighing less per cubic foot and av- 
eraging higher in value, the freight vehicles with springs 








are classified excessively high, and that if a proper di 
tinction were made, a lower rating would be given the 
freight vehicles. The ratings on freight vehicles is as 
serted to be unjust as compared with ratings on the sanx 
commodity in the Western Classification, and exceptions 
thereto, which govern shipments from Toledo, through 
Memphis or New Orleans, to points beyond. The fu 
ther statement is made that the 8,000-pound minimum 
and second class rating was established over 20 year 
ago, and that it was then applicable to a 30-foot box cai 
whereas the standard 36-foot box cars of the present tim: 
are of greater capacity than cars of the same length 
formerly jn use in this territory and of much greater 
capacity than the 30-foot box cars. 

Defendants deny that the classification is unreason 
able and assert that it is fair and satisfactory to th: 
majority of the shippers and the bulk of the traffic; that 
the rating sought would operate to the disadvantage o/ 
vehicle manufacturers generally and to the particular 
advantage of complainant, inasmuch as its output is 
largely heavy freight vehicies with springs, of which 
12,000 pounds may be loaded in a 36-foot car; that com 
plainant has abandoned the manufacture of buggies and 
also light freight vehicles, and consequently stands in 
a class apart from the general run of manufacturers, who 
produce types of both kinds, ship them in mixed carload 
lots at 8,000-pound minimum, and who would be injuri 
ously affected if a rating and minimum were established 
of which only one manufacturer could avail himself. 

It is stated that the second class rating for carloads, 
minimum weight 8,000 pounds for a 36-foot car, has ap 
plied on freight vehicles with springs from 1900 to the 
present time, with the exception of the period from Jan 
20, 1905, to Jan. 10, 1906, when a fourth class rating and 
20,000-pound minimum were in effect. The 20,000-pound 
minimum caused complaint from manufacturers, who sat 
isfied the classification committee that the general line 
of such vehicles could not be loaded to that amount in 
a standard car. Among protesting shippers was the 
Milburn Wagon Co., which then manufactured buggies 
as well as freight wagons. In September, 1905, it sought 
the restoration of second class rating upon mixed car 
loads, with a minimum weight of 8,000 pounds for 36-foot 
cars. After investigation of data submitted by interested 
shippers, including complainant, the Southern Classifica- 
tion was readjusted by eliminating the fourth class rating 
and 20,000-pound minimum and reinstating the rating 
here in issue. The record shows that complainant ex 
pressed satisfaction over this readjustment. Since that 
time, however, and prior to filing this complaint, it has 
urged the defendants to establish lower ratings on straight 
carloads of freight vehicles with springs. Complainant 
abandoned the manufacture of buggies in 1907 or 1908. 
Conceding that the mixed rating meets requirements of 
those who manufacture buggies and light spring wagons, 
as well as freight wagons, it contends that establishment 
of the straight carload rating need not operate to dis 
turb the mixed rating or minimum. 

Defendants maintain that it is impracticable to draw 
a line between passenger and freight vehicles, or between 
light and heavy spring vehices, for the purpose of classi- 
fication; and that if the segregation of spring freight 
vehicles were accomplished the present ratings and min- 
ima on lighter spring vehicles could not stand. 

Provisions in the Official Classification parallel those 
of the Southern as to carload ratings in that no line is 
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attempted to be drawn between freight and passenger 
vehicles of the kind here involved. The Western Classi- 
fication undertakes to distinguish between passenger and 
freight vehicles. It provides class A rating, minimum 
weight 20,000 pounds, for freight vehicles, including farm 
wagons and farm trucks, and second class rating, mini- 
mum weight 10,000 pounds, for passenger vehicles. 

Complainant’s contention that capacities of cars used 
in Southern Classification territory have largely increased 
in recent years appears to relate only to cars of partic: 
lar lengths. The record does not indicate that within 
the last seven years the situation has altered sufficiently 
to warrant an increase in the minimum for the general 
run of vehicle traffic. The standard car, 36 by 8 by 8% 
feet, has a capacity of 2,448 cubic feet; and the 
data upon which the classification committee has based 
the minimum weights indicated the impossibility of load- 
ing in a 36-foot car much more than 8,000 pounds of the 
mixtures. 

Testimony relating to the actual loading of delivery 
and freight wagons, with springs, in cars of specified 
dimensions indicates that some kinds do not load as high 
as 8,000 pounds per car, and that others, including the 
heavier types made by complainant, load to 12,000 pounds 
or more. The amount of traffic has not been apportioned 
with reference to loading weights, but it is a fair deduc- 
tion from the facts of record that, if allowance of 10 
per cent be made for necessary dead space in the car, 
and for 36-foot cars of less than standard dimensions, 
many of which are in use in southern territory, 8,000 
pounds is a reasonable carload minimum for the average 
shipper of passengers and freight wagons. 

The Southern Classification now provides for fourth 
class rating with minimum weight of 12,000 pounds, on 
vehicle material, viz., bodies and seats in the white, run- 
ning gears in the white, and wheels, N. O. S., without 
tires. It will be noted that these ratings correspond to 
those the complainant seeks to have established on the 
finished product. 


The record points to much disagreement among man- 
ufacturers of vehicles as to desirable classification ratings 
and minima. The carriers have apparently met the de- 
mands of contending interests by establishing ratings 
reasonably fair to a majority of the trade. It is not in 
evidence that there is any general demand for the changes 
which the Commission is here asked to make. On the 
contrary, a considerable number of manufacturers have 
protested against the changes sought in this proceeding. 
Classification ratings must be broad enough to meet gen- 
eral commercial demands, and the wisdom of or neces- 
sity for a change of which but few shippers may avail 
themselves should be clear and convincing. 

Upon the facts before us, it appears doubtful whether 
a clear line can be drawn for classification purposes be- 
tween passenger and freight vehicles with springs or 
between light and heavy vehicles with springs. However, 
the record indicates no general need by the trade for 
such a readjustment. Moreover, if effected, it might 
operate unfairly upon the general run of vehicle manu- 
facturers who would be compelled to pay higher rates 
than complainant upon such freight delivery wagon as 
they continued to ship in mixed carloads. 

The shipments specified in the complaint moved to 
Memphis. The second class rate to that point from To- 
ledo, a distance of 697 miles, is 70 cents, and the car 
earnings on the minimum carload weight amount to $56. 
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Upon the record we cannot find that this rate is unrea- 
sonable for the service performed. 

Such rates as are alleged to be in violation of the 
fourth section of the act are covered by applications of 
interested lines for relief, and will not be considered 
here. The applications were not set down for hearing 
with this case, and will be disposed of in regular course. 
Nothing in this finding shall be construed as prejudicial 
to conclusions reached - upon investigation under the 
amended fourth section. 

We are of opinion that the complaint should be dis- 
missed, and an order will be entered accordingly. 


PLASTER AND GYPSUM ROCK 
|. & S. DOCKET NO. 179 OPINION NO. 2313 
(27 I. C. C. Rep., P. 67.) 

IN THE MATTER OF THE INVESTIGATION AND 
SUSPENSION OF ADVANCES IN RATES BY CAR- 
RIERS FOR THE TRANSPORTATION OF PLASTER 
GYPSUM ROCK, STUCCO AND PLASTER BOARD 
FROM BLUE RAPIDS AND IRVING, KAN., TO 
POINTS IN ARKANSAS, KANSAS AND MISSOURI. 


Submitted March 17, 1913. Decided May 6, 1913. 


1. Cancelation of joint through rates on plaster and gypsum 
rock from Blue Rapids and Irving, Kan., to destinations 
in Arkansas and Missouri, held not to have been justified. 

2. Carriers cannot force consumers to deal with plants on their 
own rails by adjusting the rates from plants on tbe rails 
of other lines in disregard of the rights of such plants 
to have their products moved at reasonable rates. 


H, G. Wilson for American Cement Plaster Co. 
F. C. Dumbeck for St. Louis & San Francisco Rail- 
road Co. 
Report of the Commission, 


HARLAN, Commissioner: 

It is frankly confessed of record that the purpose of 
the tariff under suspension here was to enable the Frisco 
to supply, from plants on its own rails, the demand for 
the commodities in question at the destinations herein- 
after mentioned and thus to secure the entire revenue 
instead of sharing it with connecting lines on shipments 
from points of origin off its rails. Explaining the situa- 
tion more in detail, it appears that certain manufacturers 
of plaster, gypsum rock and stucco, with plants on the 
Missouri Pacific and the Union Pacific at Blue Rapids 
and Irving, in the state of Kansas, have been able for 
some time to ship on joint through rates to points in 
Arkansas and Missouri where such materials are used. 
In order to secure a portion of the traffic the Frisco on 
June 20, 1912, also joined with the Union Pacific in estab- 
lishing through rates between those points. The aggre- 
gate traffic, however, was not considerable, and in actual 
experience the Frisco found that it was receiving very 
little of the movement. It concluded, therefore, that 
it was not worth while to maintain the through rates, 
and about four months after they had been established 
it directed the Union Pacific to cancel them, 


If permitted to become effective, the cancelation will 
result in increased charges ranging from 2 cents to 7 
cents per 100 pounds. This would be of little importance 
to points on the Frisco that are also reached by the 
Missouri Pacific and the Kansas City Southern, for the 
present through rates will still be available over those 
lines. But there are local points on the Frisco that have 
been able under these rates to use plaster, gypsum rock 
and stucco manufactured at Blue Rapids and Irving; 
and they will have to pay the higher sum of the inter- 
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mediate rates if the through rates are withdrawn by the 
Frisco. Moreover, a manufacturer of these commodities 
at Blue Rapids, on whose protest the proposed tariff was 
suspended, desires an opportunity to continue to supply 
the demand at these local points at reasonable transpor- 
tation charges. 


The question before us, therefore, is whether the 
sum of the intermediate rates will be a reasonable 
charge for the future, and under the act the burden of 
proving the affirmative of that inquiry upon the 
respondents. 


rests 


The only defense made was by the Frisco, and the 
testimony offered in its behalf cannot be regarded even 
as a nominal effort to justify the higher charges that it 
proposes to exact. It is said that the traffic is small and 
that the share of it received by the Frisco is still smaller. 
The traffic, is there, and it is entitled to 
move at reasonable rates. This is a fundamental right 
secured by law to all shippers. Moreover, the present 
joint through rates were voluntarily established by the 
Frisco and its connections, and similar through charges 
are still voluntarily maintained by other lines between 
the same territories of production and consumption. This 
strongly suggests that the present charges are properly 
adjusted; at any rate, under the amended act the claim 
that they are too low and that the proposed higher 
charges are reasonable must necessarily be supported by 
affirmative evidence that is persuasive. Such evidence, 
is wholly wanting on the record. The only 
justification of the proposed higher 
charges is, as heretofore stated, that the demand for the 
commodities in at these local points on the 
Frisco can just as well be supplied from points of origin 
on the rails of that carrier. 

The attitude of the respondent, the St. Louis & San 
Francisco Railroad Co., hereinbefore, for convenience, re- 
ferred to as the Frisco, is explained of record by its 
assistant general freight agent with entire frankness and 


nevertheless, 


however, 
reason given in 


question 


clearness and in substance as follows: 


We feel that a carrier has the right, under the law and 
upon other considerations, to determine the character, quantity 
and quality of traffic that it will participate in carrying. It is 
on this theory that we have concluded to cancel these through 
rates on cement, plaster and stucco, which we published in- 
advertently in connection with the Union Pacific from Blue 
tapids to stations on our line. On our own rails we have at 
least four plants manufacturing similar articles, and on ship- 
ments from these plants we have the entire haul and con- 
sequently receive the entire revenue Our southbound move- 
ment is greater than our northbound movement, and shipments 
from these plants give us a return loading for our empties 
In canceling the through rates from Blue Rapids we feel that 
we are simply doing what is to our best interest. In taking 
this course we are not working any particular hardship or in- 
justice on the Blue Rapids manufacturers, because the principal 
points of consumption are junction points, and they still enjoy 
these rates in connection with other roads. * * #* 

We have, perhaps, a selfish motive in taking this action, but 
we think we are justified under the circumstances. Our average 
revenue per ton per mile for our shorter haul on business 
moving from Blue Rapids is precisely the same as our average 
revenue per ton per mile on business moving from producing 
points on our rails in Texas and Oklahoma. This is not fair 
to us, because on short-haul traffic we ought to earn more 
per ton per mile than on long-haul movements. 

There is nothing further that I can add in support of our 
desire to cancel these through rates. 


In taking that position the respondent asserts for 
itself a right that does not exist under the Act to regu- 
late commerce, or at common law, as we understand it. 
Nor should authority of such far-reaching consequences 
be vested in a railroad company. The character, quan- 
tity, quality and price of articles om commerce are mat- 
ters that may determine and control as between those 
who have such transactions together; but neither the 
character, quantity, quality nor price can determine or 
qualify the obligation of a railroad company under the 
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law to accept a shipment for transportation or its obli- 
gation to establish a reasonable rate for the service. It 
would be an altogether intolerable state of affairs to 
permit this respondent, for example, to determine that 
the quality and price of the cement and stucco produced 
at these plants on its rails are as favorable as the qual- 
ity and price of similar products manufactured at Blue 
Rapids and Irving, and thereupon to adjust its rat« 

from the latter points without regard to questions of 
reasonableness and in disregard of the rights of consign 
ors and consignees located on the rails of other carrier 

and thus to force consumers to deal with the plants on 
its own rails. Commerce cannot wisely be fettered by) 
any such control. Merchants must be left with the right 
to determine for themselves where they will trade and 
even to indulge their whims in such matters if they d« 
sire to do so. The great public highways operated by 
interstate railroads cannot be obstructed or the fre« 
movement of commerce impeded by rates that are aid 
justed with any such end in view as that here disclosed 
The law, in terms too clear and definite to be misunder 
stood, implies that the rails of an interstate carrier must 
be open from one end to the other, with no restriction 


.whatever except such as naturally flows from the right 


of the carrier to demand and receive a reasonable com 
pensation for each particular service of transportation 

We have discussed these general principles in a 
number of cases. Star Grain & Lumber Co. vs. A., 17 
& S. F. Ry. Co., 14 I. C. C., 364, 367; Cardiff Coal Co 
vs. C.. M. & St. P. Ry. Co. 13 I. C. C., 460; Chamber 
of Commerce of Milwaukee vs. C., R. l. & P. Ry. Co., 15 
I. ¢C. C., 460; Wichita Falls System Joint Coal Rat 
Cases, 26 I. C, C., 215. There is no occasion, therefors 
to repeat views that have been expressed elsewhere. 

It not infrequently happens that a carrier having 
rates in effect that it regards as proper and reasonabl: 
rates desires, nevertheless, to test the traffic situation b) 
putting in lower rates, and finding that the results an 
ticipated are not realized under the experimental rates 
it later wishes to restore the former basis. It is to th 
best interest alike of the carrier and the shipper that 
traffic officials may pursue such experiments freely with 
out being met by a suspension order when they seek 
under such circumstances, to restore the former rate 
An apprehension on their part that the Commission wil! 
always seize such opportunities to keep the rates on th: 
lower basis will naturally tend to a reluctance on th 
part of rate officials to make tests for that purpose and 
will introduce a highly undesirable rigidity into our gen 
eral rate structures. In dealing with suspension matter 
the Commission has therefore endeavored to be dis 
criminating in cases of that kind. The record, howeve! 
presents no such situation. The chief respondent admit 
that its purpose in taking steps to withdraw the present 
through rates was a purely selfish one, and it has not 
even attempted to show the reasonableness of the higher 
charges that it proposes to exact on this traffic. 

Upon the whole record we find that the respondent 
have not sustained the burden of proof imposed upo! 
them by the act, and an order will therefore be enters 
permanently suspending the proposed tariff. 


ORDER. 

It appearing, That on Nov. 14, 1912, the Commissio! 
entered upon an investigation concerning the propriet) 
of proposed schedules of rates on plaster, gypsum rock 
stucco and plaster board designated in Union Pacifi 
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Railroad Co. Supplement No, 1 to I. C. C, No. 2503, and 
subsequently ordered that the operation of said schedules 
be suspended until Sept. 20, 1913; 

It further appearing, That a full investigation of 
the matters and things involved has been had, and that 
the Commission has, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 


It is ordered, That the carriers respondents herein 
and named in said order be, and they are hereby, notified 
and required to cancel, on or before July 15, 1913, the 
schedules specified in said orders of suspension. 

It is further ordered, That said carriers shall con- 
tinue in force, and for a period of two years from the 
date hereof, apply to the transportation of plaster, gyp- 
sum rock, stucco and plaster board, from the points of 
origin to the points of destination named in the sched- 
ules covered by said order of suspension, rates not in 
excess of those in effect between said points of origin 
and destination on Novy. 19, 1912, in Union Pacific Rai!- 
road tariff, I. C. C. No. 2503. 





BREAK-BULK RATES ON GRAIN 
1. & S. DOCKET N. 174 OPINION NO. 2315 
(27 I. C. C. Rep., P. 78.) 

IN THE MATTER OF THE INVESTIGATION AND 
SUSPENSION OF ADVANCES IN BREAK-BULK 
RATES BY CARRIERS FOR THE TRANSPORTA- 
TION OF GRAIN AND GRAIN PRODUCTS FROM 
MILWAUKEE, MANITOWOC AND KEWAUNEE, 
WIS., TO BOSTON, MASS., NEW YORK, N. Y., 
PHILADELPHIA, PA., BALTIMORE, MD., AND 
OTHER POINTS. 

Submitted Feb. 8, 1913. Decided May 12, 1913. 


Respondents having failed to meet the burden of proof which 
the statute places upon them as to the reasonableness of 
proposed advances in local, joint and proportional break- 
bulk rates, domestic and export, on grain and grain prod- 


ucts from Milwaukee, Manitowoc and Kewaunee, Wis., to 
points in trunk-line territory east of Niagara frontier, the 
tariffs under suspension are required to be canceled and 


the present rates to be maintained. 


George A. Schroeder for Milwaukee Chamber of 
Commerce. 

Seward L. Merriam and George C. Conn for Pere 
Marquette Railroad and its receivers. 


Report of the Commission. 
MEYER, Commissioner: 

This case concerns the reasonableness of proposed 
advances in local, joint and proportional break-bulk rates, 
domestic and export, on grain and grain products from 
Milwaukee, Manitowoc and Kewaunee, Wis., to points in 
trunk line territory east of Niagara frontier. 

Respondents’ tariffs show two separate cross-lake 
routes from Milwaukee, Manitowoc and Kewaunee, the 
one via the Pere Marquette Railroad’s car ferries to Lud- 
ington, Mich., and the other via the Pere Marquette line’s 
break-bulk steamers to Ludington, Mich., and thence all: 
rail to points of destination. The break-bulk route con- 
templates the loading of freight from elevators, docks or 
cars into the holds of steamers at the point of trans- 
shpiment and from steamers to elevators or cars at Lud- 
ington, where the shipment is taken by the Pere Mar- 
quette Railroad. Grain and other commodities which are 
shinped via car ferries remain intact in the cars into 
which they have been loaded. 
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The break-bulk route has been maintained since 1888, 
formerly under the ownership and control of the Pere 
Marquette Railroad Co. About 10 years ago the boats 
were sold by the railroad company and subsequently pur- 
chased by their present owner, a common carrier. Up 
to 1898 the break-bulk route took a differential of 2 cents, 
and since 1898 of 1 cent, below the car ferry route or 
the all-rail route from Milwaukee via Chicago, the rates 
for the latter two routes having remained constantly the 
same. This differential is maintained in class rates and 
a large number of commodity rates other than grain. It 
is now proposed, in Supplements 12 and 15 to Pere Mar- 
quette Railroad’s I. C. C. No. 2594, which are under sus- 
pension pending this decision, to remove the differential 
on grain and grain products by applying the car ferry 
rate to the break-bulk route. 

In a complaint filed by the Milwaukee Chamber of 
Commerce, the proposed advance was attacked as unjust 
and unreasonable. The only shippers at Milwaukee avail- 
ing themselves of this route for grain shipments are 
Fagg & Taylor, who own an elevator at Milwaukee and 
ship grain in large quantities. The Pere Marquette line 
of steamers run regularly to and from Milwaukee, but 
with no regularity to and from Manitowoc and Kewaunee. 

On behalf of the Pere Marquette Railroad it is 
alleged that the present break-bulk rates are unremunera- 
tive. Attention is called to the fact that the Pere Mar- 
quette Railroad has provided and maintains an elevator 
at Ludington, a facility necessary to the movement of 
this traffic, and that grain is delivered and weighed in 
and out of this elevator at an expense to the carriers 
of from $1.30 to $1.75 per car. While contained in the 
elevator, grain is insured at the expense of the Pere 
Marquette Railroad. It is alleged that empty cars are 
not always available at Ludington, so that cars must at 
times be hauled for some distance or else grain must 
be stored in the elevators, which entails the additional 
expenditure for insurance. Ludington is a_ terminal 
point, at which from 15 to 20 cars are emptied daily, but 
the carriers allege that during a period of 90 days pre- 
ceding the hearing only from 3 to 4 of these were fit for 
grain loading. It was also stated that formerly, at the 
time the differential was established, carriers paid for 
cars on a mileage basis and there was no charge if cars 
did not move, while at the present time payments are 
made on a per diem basis. 

Corn, oats and barley move across lake break-bulk, 
and during 1911, the year for which carriers presented 
Statistics, oats predominated. Representatives of the 
Pere Marquette Railroad testified that the earnings of 
their road on oats so moved, exclusive of elevation and 
grain doors, is 2.1 mills per ton per mile, while the 
average revenue on grain moved by the Pere Marquette 
Railroad is 4.2 mills per ton per mile, and the average 
revenue on all freight moved is 6.4 mills. Representa- 
tives of the Pere Marquette Railroad stated that they 
had made computations which show that when the ex- 
pense incurred in the handling of car-ferry grain is 
taken into consideration, the earnings of that company 
east of Ludington will, under the advanced break-bulk 
rates, be approximately the same as via car ferry or 
all-rail., 

A further reason given for the proposed advance was 
that break-bulk grain is carried by an independent line 
of steamers, which participates in the revenue; that the 
railroad maintains a fleet of five car ferries, which need 
business; that for over six months of the calendar year 
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ferries was tied up in Ludington for 
westbound traffic predominates, 
of additional eastbound 


1912 one of these 
want of traffic, and that 
so that the ferries 
freight. 

On behalf of the protestants it 
are incurred in the of grain via 
which counterbalance the cost of elevation and insurance 
at Ludington, incurred when the movement is via break- 
bulk boats. Protestants state that, while the grain move- 
ment via the break-bulk during 1911 was mainly 
this was due to trade conditions, and that during 
shipments consisted mainly of corn and barley, 
heavier in weight and consequently load 
heavier in cars. Respondent Pere Marquette Railroad 
failed to show its earnings on and 
braley via the break-bulk route, 

Under the 1910 to 
Act to regulate commerce the burden of proof to show 
that the proposed increased rate is just and 
is placed upon the carrier. Sufficient evidence 
submitted to establish the reasonableness of the proposed 

contending that the break-bulk from 
Manitowoc and Kewaunee is unremunera- 
tive the Marquette Railroad confined itself to a 
statement of and earnings for its haul from Lud- 
ington to Niagara frontier. We must consider the entire 
haul, both rail and water, in determining whether a rate 
is remunerative. As to the latter, no evidence was sub- 
Proof that the division of a joint rate received 
not conclusive of the 
readjustment of 


are in need 
was stated that costs 


movement ear ferry 


route 
oats, 
1912 
which are 


shipments of corn 


amendment of section 15 of the 
reasonable 


must be 


advance. In rate 
Milwaukee, 
Pere 
costs 


mitted. 
by one unremunerative is 
unreasonableness of the rate itself. A 
divisions might be the remedy rather than an advance in 
rates. In Bulte Milling Co. vs. C. & A. R. R. Co., 15 
I. Cc. C., 351, at 362, the Commission held: 


road is 


a through rate long accepted by a car- 
as evidence upon such an inquiry 
as this, the Commission has also said not infrequently that a 
division is not, generally speaking, a sound final test of the 
reasonableness of the through rate itself. 

The Commission 
effect in subsequent decisions. 
submitted at the hearing with regard to the propriety of 
present divisions between the steamship company and 
the railroad, we are not in a position to determine that 
the proposed advance is proper. 

An examination of the financial 
line steamers shows that 


While a division of 
rier may often be pertinent 


has frequently held to the same 


No testimony having been 


status of the Pere 
Marquette thejr business has 
been an exceedingly profitable one. The total capitaliza- 
tion of that line is $150,000, of which $50,000 was added 
in 1909 as a stock dividend. A dividend of 10 per cent 
was declared for the year ending 1912. Of a 
total operating revenue for that year of $278,487.95, 73 
per cent was derived from the movement of freight, and 
of this 18 per cent was attributed to grain. 

The divisions which the steamship company receives 
are 2 cents per 100 pounds on corn, wheat and barley; 
2% cents on oats and 70 cents per ton on feed pack- 
ages, out of the through rate, which is the proportional 
rate of 15 cents per 100 pounds for traffic coming from 
points farther west and 19 cents from Milwaukee proper 
to New York. On other traffic moving under break-bulk 
rates at a differential under all-rail or car-ferry 
the steamship company receives the following divisions, 
in cents per 100 pounds: 


Dec, 31, 


rates, 


4 


o 


carried between Milwaukee 
break-bulk rates during 1912 


The 
and Ludington 


amount of freight 
at through 
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was as follows: Grain, 79,500 tons, or 4,270,000 bushels 
flour and feed, etc., 25,000 general merchandise 
44,000 tons. Commodities carried independent of the con 
tract between the boat line and the railroad, local traffic 
of the steamship line, were as follows: Salt, 26.300 tons 
fruit, 3,000 tons; general merchandise, 15,700 tons. 


tons; 


The present differentials will be maintained on al! 
commodities other than-grain and grain products. Th: 
record is not sufficiently clear as. to why the differential 
should be maintained in one case and not in the other 

Respondents have failed to make a satisfactory com 
parison of costs and earnings of the break-bulk routs 
with those of the car ferry and the all-rail route. 


During 1912 the tonnage rate charged the steamship 
company by the Pere Marquette Railroad for handling 
freight at Ludington 18% cents per ton on through 
freight and 37% cents per ton on local freight of the 
steamship line. This charge would seem to more than 
counterbalance the handling and elevation at 
Ludington. Upon the basis of 20 tons to a earload of 
oats, the steamship line pay the railroad $3.75 
per car on through freight. The highest estimate of the 
of elevation at Ludington made by representatives 
ar, Which, when subtracted 
net over and above the cost ol 

The division of 2% cents 
steamship company receives on 
oats yields $10 per lot of 20 tons. Upon subtracting the 
$2 which railroad and 
of handling at Ludington there remains $8 net cost to 
the railroad for the transportation Milwaukee to 
Ludington via break-bulk boats, which is equivalent to 2 
cents per 100 pounds. At hearing the carriers did 
not go into the question of whether this cost to the rail 
road for the transportation via break-bulk boats 
Milwaukee to Ludington was greater or 
cost via car ferries. 


was 


cost of 


would 


cost 
of the carriers was $1.75 per 
from $3.75, leaves $2 
handling at Ludington. 
100 pounds the 


per 
which 
receives above the cost 


the over 


from 
the 


from 


less than the 


In a certain sense, the merits and demerits of these 
two means of transportation are at but there is 
practically nothing in the record bearing upon this rather 
fundamental and both parties to the contro 
versy apparently did not consider that this was 
the 


issue, 


question, 
one ol 
primary issues, 
The suspended schedules also contain the following 
provision: 

Grain in bulk will be handled from Milwaukee, Wis., only 
subject to special arrangements, and all trips of steamers from 
Manitowoc, Wis., are subject to special arrangements. 

If there be any special conditions to which this 
traffic is subject, the special arrangements necessary to 
meet those conditions should be specifically and definitely 
set forth. -aragraph G of rule 4 of Tariff Circular No. 
18-A provides that explanatory statements regarding rates 
and rules contained in carriers’ tariffs shall be ex- 
pressed in such clear and explicit terms as may be nec- 
essary to remove all doubt as to their proper applica- 
tion. 


In view of the incompleteness of the testimony which 
was presented, and the consequent inadequacy of the 
information bearing upon this case at the disposition of 
the Commission, we are of the opinion that respondents 
have failed to meet the burden of proof which the statute 
places upon them, and for that reason an order must be 
entered requiring carriers to cancel the tariffs under sus- 
pension and to maintain the present rates between the 
points in question. 
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May 31, 1913 


ORDER. 

It appearing, That on Oct. 15, 1912, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices stated in the schedules con- 
tained in the tariff designated as follows: Pere Mar- 
quette Railroad Supplement No. 12 to I. C. C. No. 2594, 
ind subsequently ordered that the operation of said 
schedules contained in said tariff be suspended until Aug. 
19, 1913; 

It further appearing, That on Feb.. 17, 1913, the Com- 
mission entered upon an investigation concerning the 
propriety of the advances and the lawfulness of certain 
rates and charges contained in tariff designated as fol- 
lows: Pere Marquette Railroad Supplement No. 15 to 
I. C. C. No. 2594, and ordered that the operation of the 
said schedules contained in the said tariff be suspended 
until June 19, 1913; 

And it further appearing, That a full investigation 
of the matters and things involved has been had, and 
that the Commission, on the date hereof, has made and 
filed a report containing its findings of fact and conclu- 
sions thereon, which said report is hereby referred to 
and made a part hereof: 

It is ordered, That the carriers respondents herein 
and designated in said tariffs be, and they are hereby, 
notified and required to cancel, on or before June 15, 
1913, the rates and charges stated in the schedules speci- 
fied in said orders of suspension. 

It is further ordered, That said carriers shall con- 
tinue in force and for a period of two years from the 
date hereof apply to the transporttion of grain and grain 
products from the points of origin to the points of desti- 
nation named in the schedules covered by said orders 
of suspension, break-bulk rates not in excess of those 
applicable from said points of origin to said points of 
destination in effect on Oct. 21, 1912. 


ON EXPORT TOBACCO RATES 


THE TRAFFIC SERVICE NEWS BUREAL 
Colorado Building, Washington, D. C. 

On May 23 Mr. C. Jones Rixey made argument for 
the defendants in Docket No, 4330, New Orleans Board 
of Trade, Ltd., against the Illinois Central et al., in- 
volving claims for reparation on export tobacco, on dis- 
criminatory charges. Mr. Rixey claimed there was no 
evidence to the effect that any damage has been done, 
even admitting they were charged 25 cents on European 
shipments, while there was a 21% or 22 cent rate in 
effect, inasmuch as they have made no showing that the 
25-cent rate was unreasonable. 

The statement was made at the opening of the case 
that it was brought in the interest of the steamship 
lines operating out of New Orleans, and, said Mr. Rixey, 
the carriers are not at all interested in the welfare of 
the ocean lines. The intent of interveners to show that 
the Imperial Tobacco Co. had been benefited by the rates 
in effect falls down, and Galliher’s, Limited, the inter- 
vener, had a through rate contract from Louisville and 
Owensboro of 55 cents to Belfast and Liverpool, and any 
reduction made in the rate would have gone to the 
steamship company, and Galliher & Co., would not have 
profited in any way. At the time shipments moved there 
was a local rate to New Orleans of 25 cents, and a rate 
of 21% cents when destined to certain steamship lines in 
New Orleans. 
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Mr, Rixey said no award of reparation should be 
made. David B. H. Chaffee, for interveners, took issue 
with the statement that at the second hearing of this 
case—of which this argument is the outcome—nothing 
more was offered than was offered at the first hearing 
in support of claims for reparation. It would be a new 
idea if, in a claim for reparation, it must be shown, in 
the case of tobacco, for instance, that an equal number 
of hogsheads of tobacco must have moved under the 
lower rate to a competitor than was moved by com- 
plainant under the higher rate; but, if that were so, the 
proof lies entirely within the records of the defendants, 
to which complainants have no access; but, he claimed, 
these records would show much larger shipments made 
under the lower rate than were moved by complainant 
under the 25-cent rate. 


The discrimination complained of in the first hear- 
ing, and which was said by the Commission must be 
removed, was removed by raising all the rates to the 
25-cent level. 

The reason reparation was not awarded at the first 
consideration of this matter, said Mr. Chaffee, was due 
to the fact that it was lost sight of in the more impor- 
tant interests involved. 


On the other hand, defendants claim that the Com- 
mission, at the time of making its original report, had 
before it all the evidence of general or special damage 
that could be given by the interveners; that it was then 
cognizant of all the material facts and circumstances, 
and after full consideration it decided that there was 
not sufficient evidence which would warrant a conclu- 
sion; and, said Mr. Rixey, nothing of importance has 
been added by the present hearing which would warrant 
any reconsideration of the matter. 


SWITCHING INCREASES NOT JUSTIFIED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

In an opinion written by Commissioner Clements, 
the Commission holds that the Milwaukee has not justi- 
fied its proposal to increase its switching charge on coal 
to stations in Chicago beyond Galewood. That conclu- 
sion is followed with an order directing the cancelation 
of the tariffs filed by the line carriers, in which the 
latter sought to relieve themselves of the burdens they 
claimed the Milwaukee’s attempt to increase the charge 
would throw upon them. 

Judge Clements treated the matter as a dispute 
about divisions between carriers. He said the prime 
fact is that the charge to shippers would be increased 
about $3.25 per car and that the Milwaukee had not 
justified that increase, even though it took the position 
that the service costs more than it receives now, $4 per 
car, from the line carriers, plus 10 cents per ton for 
coal in excess of 60,000 pounds. 

The judge goes into the details of what he speaks 
of as the reciprocal agreement resulting in the adoption 
of the Lowery switching tariff. 


SALT LAKE TRANSPORTATION CLUB. 

On May 24 the Salt Lake City Transportation Club 
held a club smoker, of which the features were desig- 
nated as follows: “All kinds of smoke, but no cinders; 
vaudeville, talkfest; music, stunts. 
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Duty of the Commercial Traffic Manager 


Shall the Traffic Manager Demand Less than Fair Rates, or Only Demand and Accept 
What Is Right and Use His Influence to Secure the Same for Others? 


The subject of my 
talk is “The Duty 
of a Commercial 
Traffic Manager.” 
Observe, gentlemen, 
that I use the word 
“duty”—not “dw- 
ties.” I do not as- 
sume that I am com- 
petent to instruct 
you as to your du- 
ties; but I wish to 
discuss with you the 
question as to where 
your duty lies should 
you, in the discharge 
of your duties, ar- 
rive at a point 
where there are ap- 





parently diverging 
paths, the following 


O. P. GOTHLIN, 
Ohio Public Service Commissioner and of one of which 


President National Association of 


Railway Commissioners. would seem to be 


necessary to secure 
advantage for your employer, the other to enhance public 
welfare. In order that I may lay the matter before you 
intelligently, it will be necessary for me to discuss briefly 
the aim of railway regulation. 

I take it that what may, at the present time, be 
found in the general railway rate adjustment subject to 
criticism, is that rates are discriminatory rather than 
that they are excessive. The general average of freight 
rates over the United States can hardly be said to be 
high; but it may truthfully be said that some rates are 
too high, and it may also truthfully be said that some 
rates are too low; that some localities and some in- 
terests are at a disadvantage because of the rate situa- 
tion, and that some localities and some interests are 
favored. We may start with this general proposition: 
A railroad must derive from the sale of service to patrons 
a revenue sufficient to pay operating expenses, and to 
yield a fair return on capital honestly invested. I use 
the word “honestly” to distinguish between actual in- 
véstments and “water.” If a particular patron be ac- 
corded service at less than a relatively fair rate, some 
other patron or patrons must pay more than a relatively 
fair rate, or there is a deficit. Hence, preferential rates, 
unduly low, are as obnoxious to public interest as are 
excessive rates. It follows that the principle end and 
aim of regulation is to abolish discrimination. 

Now, let us go back to the situation as it existed in 
the old days, prior to the era of regulation. I was a 
railroad representative. I regarded it as my duty to my 
employer to get the freight, no matter how I got it, if 
I did not violate orders. In those days we paid rebates 
to secure tonnage—when we had to. We did not stop 
to consider whether the resultant rate were fair or not. 


*An address before the monthly meeting of the Traffic 
Branch of the Cincinnati Chamber of Commerce, May 26, 1913. 


By O. P. GOTHLIN, Ohio Public Service Commission* 





Whether it were too high or too low. We made it, bx 
cause we thought we had to, to beat our competitor 
We felt that we were loyal to our employers. But w 
discriminated, because we made different rates to di 
ferent shippers for the same service. All this was wrong, 
of course, but we felt no sense of guilt—because yw 
were loyal to our employers. 

At the same time, shippers were endeavoring 
secure the utmost advantage, each for himself, regardles 
of how his neighbors were affected. The shipper did not 
base his demand for a rebate upon the reasonablenes 
or the unreasonableness of the rate, but on what h: 
considered self-interest. The commercial traffic manag 
of that day gave no study to the question of rates as 
rates. He felt that his duty to his employers required 
him to get the largest possible reduction from tariff. 

Since that day a new era has dawned. The public 
are demanding more honest methods. Rebates, thank 
God, are a thing of the past. But opportunity for di: 
crimination still exists, and it is possible for particula: 
patrons to secure preferential rates by tariff publication 
with the unavoidable result that some other patron must 
pay more than equitable rates, or the carrier is despoiled 
Now, right here comes in the question which I have used 
as my topic for the evening: What is the duty of th: 
traffic manager? Shall he demand less than fair rates 
for his employers, because he has the power to securé 
them, or only demand and accept what is right, and use 
his great influence to secure the same and no better 
for others? It is a difficult question. 

Let us assume that A is traffic manager for a larg: 
industry in Cincinnati. It would seem that he has several 
coincident obligations; to his employers, to the community 
and to the public at large, which, being interpreted, means 


It is his bounden duty to exert his utmost endeavors 
to secure for his employer an adjustment of rates on 
both inbound and outbound shipments as advantageous 
as that enjoyed by competitors, so that competitors will 
have no undue advantage in the reaching of common 
markets with their products. 

As a patriotic citizen of Cincinnati, it is his obligatior 
I take it, to co-operate with the other Cincinnati shippers 
in the endeavor to have Cincinnati, as a whole, accorded 
a fair and equitable rate adjustment. 


But has not A a still greater obligation? Should h: 
not co-operate with other shippers and receivers all ove! 
the country in the endeavor to secure such legislatior 
such court and commission action as will tend to stifl 
discrimination, as far as possible, and give to every mal 
a square deal? [I should say, “Yes” with emphasis. !) 
other words, the commercial traffic manager is a patrioti: 
citizen, whose idea of duty is not confined by selfish line 
He will best serve his employer by doing what he can 
for the general good. 

Up to the present time, so far as I know, no con 
mission has assumed to exercise the power of establishin 
minimum rates. I am inclined to believe that there wi 
never be adequate regulation until commissions are em 
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powered to advance rates that are unduly low, as well 
as to lower rates that are unduly high—and actually ex- 
ercise that power. This statement seems to me incon- 
trovertible. Railroads must be allowed a fair, honest re- 
turn for the service they perform. If they accord service 
to one interest or to one locality on terms less than 
sufficient to yield a fair, honest return, other interests 
or other localities must make up the difference by paying 
excessive rates.. An unfairly low rate established by tariff 
is just as pernicious as if it were accorded by rebate. 
But, inasmuch as there is at present no legal method of 
meeting this situation, the honest, patriotic traffic man- 
ager would, in my opinion, be justified in this: 

I will try to explain by concrete illustration: We 
will go back again to A, the mythical commercial traffic 
manager of a Cincinnati industry. Suppose he has suc- 
ceeded in having established a rate adjustment that is 
apparently fair, and then discovers that a competing in- 
dustry in another city is enjoying rates to competing 
markets that are less than fair—are, in fact, preferential. 
In my opinion, A would be justified in demanding rela- 
tively equivalent rates. He has a right to assume that 
rates voluntarily established by the carrier are compen- 
satory, and, by comparison, his rates are unreasonable. 
I take it that if a carrier assumes the risk of establishing 
unduly low rates for preferential] reasons, according un- 
due advantages to a particular interest, such carrier may 
be justly required to accord a relatively equal basis to 
competing interests, even though such an adjustment plays 
havoc with earnings. The abolition of discrimination, as 
far as possible, is the grand aim of regulation. 


But there is a further question, and one that puts A’s 
patriotism to the supreme test. Suppose that the situation 
just recited does not obtain; that A’s competitors are not 
accorded a better rate adjustment than he, but because 
of some peculiar and powerful influence that A can bring 
to bear, he is able to secure a rate adjustment for his 
employer that is distinctly preferential; that will not 
yield a compensatory revenue to the carrier, and will 
place competing industries at a disadvantage. Is he justi- 
fied in demanding it? I should say “No.” I hold that 
the best commercial traffic manager is he who only seeks 
to attain what is fair and right and, by holding to that 
doctrine and guiding his actions by it, he will, in the long 
run, accomplish more for his employer; better conserve 
his interests than by trying to secure an unfair advan- 
tage. I am glad to be able to say that, according to my 
best knowledge and belief, based upon close relations 
with the shipping public, there has been a great change 
in public sentiment on this point within recent years. 
Formerly, few of us had any conscience at all in the mat- 
ter. We gave the question little or no consideration. It 
was “Everyone for himself, and the devil take the hind- 
most.” But now general sentiment seems to be for fair- 
ness. The usual expression is: “I only want what is 
right.” That is the correct idea. Demand what is right; 
demand it strenuously; use every honorable means to 
secure it; but stop there. Do not strive for what is unfair 
or preferential. 

There has not yet been born the man who can deter- 
mine with absolute exactitude what any particular rate 
should be. At the best, we can only approximate. But 
it does not require a gigantic intellect to determine a non- 
discriminatory rate, or to ascertain whether the rates 
accorded one locality are just, as compared with the rates 
accorded other localities. The question of discrimination 
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in rates is largely one of comparison. The determination 
of the question of the reasonableness of a particular rate 
is a very different matter. Rates may be reasonable and 
yet be discriminatory; they may be non-discriminatory, and 
yet be excessive. A particular system may establish a 
line of rates absolutely fair as between patrons and lo- 
calities, and yet the entire scale may be excessive. Again, 


as intimated earlier in this paper, a particular locality 


or interest may be accorded a rate adjustment entirely 
reasonable per se, and yet the schedule may be relatively 
unfair and discriminatory, because of the fact that the 
same system has accorded a competing locality and com- 
peting interest a preferential rate adjustment so low that, 
if it applied to the whole system, it would not yield a 
sufficient revenue to pay operating expenses. Nevertheless, 
the carrier cannot be allowed to destroy one interest for 
the benefit of another or to build up one locality at the 
expense of another. 

My conclusions are: 

A square deal for every man is the condition desired, 
the end to which we should direct our efforts. If the 
ideal situation obtained; that is, if the general] rate ad- 
justment were such that relatively equal opportunity were 
afforded to all, each would have a fair and equal chance 
in the struggle for commercial success. We ought to be 
fair enough, patriotic enough, to desire or seek no unfair 
advantage over our neighbors. Let all start fair, and 
then success, when achieved, will have been obtained by 
our own ability, zeal, industry and merit. 

Now allow me to intrude briefly on your time and 
patience with a recital of my troubles. I am, as you know, 
a public servant. You are my employers. The faithful 
servant enjoys the opportunity of a heart-to-heart talk 
with his employers, that he may give an account of his 
stewardship, and explain the obstacles he meets with. 
As commissioner I encounter many difficulties that ham- 
per my efforts to adequately serve the public. The prin- 
ciple trouble is the lack of interest and consequent lack 
of information on the part of the shipping public. Most 
shippers misapprehend the authority of the commission. 
Many seem to know so little of transportation usages that 
they cannot even present to the commission their griev- 
ances in such shape that action can be taken. Now pa- 
trons do at times suffer injury at the hands of the carrier; 
they do have real grievances that should be corrected. 
While existing law is not as adequate as it should be, 
yet it affords an avenue of relief when the injured party 
follows the right .procedure. What most complainants 
forget, or do not understand, is that the commission is 
a statutory body; that it has no powers except what are 
conferred by statute. Whatever we do must be done in 
accordance with procedure prescribed by statute. Any 
assumption by the commission of authority to act arbi- 
trarily, no matter how urgent the situation, would be 
nugatory. There have been, in my experience, occasions 
when complaints appeared to be well founded, when 
relief was demanded, when we were willing and anxious 
to act, but not not, because the injured party could not 
be made to understand what was necessary on his part. 
An order against a carrier, made by the commission, ex- 
cept after a formal hearing, at which opportunity were 
given to both parties to present evidence and argument, 
would be invalid and of non-effect. 

A hearing based on a formal complaint is not ex- 
pensive. So far as the commission is concerned, there 
are no fees or costs of any kind. Each party must pay 
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his own witnesses, of course; but that is the whole cost 
to the complainant, except the fee of 
a matter of fact, an attorney is not 
can bring a complaint, but where the complaint is likely 


is probably wiser to have 


his attorney. As 
required, Anyone 
to be strenuously resisted, it 
an attorney, as usually the layman is not sufficiently posted 


in procedure to meet the attorneys of the defendant rail- 


road. Quite often demurrers and preliminary motions 
must be met before the matter comes to a hearing on its 
merits. 

For the reason that the average shipper shys off when 
he finds that it is necessary to bring a formal complaint 
commission adjusts as many com- 
plaints as possible by informal action. That is to 


correspondence and conference, with rail- 


to secure relief, the 
say, 
we take up by 
roads and endeavor to persuade, because we cannot com- 
mand. We usually succeed in securing satisfaction for 
the complainant. When we fail all that is left is for 
the complainant to bring a formal complaint. 


Please do not misunderstand me. We do not jump 
into action on every complaint as soon as brought. We 
first must satisfy ourselves that there is justification for 
work is often con 


the complaint. And this preliminary 


because so large a proportion of the shipping 
sufficiently posted to be 
Often the necessary facts are only par- 


I so ardently ad- 


siderable, 


public is not able properly to 


present a case. 
That is one 
associations. 


tially given. reason why 
vocate traffic Only a 
shippers do business enough to justify an industrial traffic 
and employ 
When this is 


reach the 


small proportion of 


manager, but the small ones can organize 
one traffic expert to serve a community. 
matters handled through that bureau 


in shape for immediate action, because the 


done, 
commission 
informal complaint has 
senting all the necessary data. 

Right here I might take your time briefly to discuss 


been put in proper shape, pre- 


Ohio the railroads 
and filing in 
When so 
legal. 


may, by formal 


the legal status of a freight rate. In 


have the right to establish, by publication 
tariff form, 


established 


such rates as they deem proper. 


facie reasonable and 
Only prima facie, however. Any 
complaint, challenge any rate, rule, regulation or 
of a railroad company affecting intrastate traffic as being 
and if, after a hearing, 


well founded, it may 


they are prima 
patron 
practice 
unreasonable or discriminatory, 
the commission finds the complaint 
substitute for the rule, regulation or practice so 
found to be unreasonable or 


rule, reguiation or practice as it deems reasonable or non- 


rate, 
discriminatory, such rate, 
discriminatory. 

The trouble is that under: 
Many think the railroads are bound by their 
This is not the case in Ohio—the tariff, 


The shipper is supposed 


so many shippers do not 
stand this. 
rate quotations. 
and not the quotation, governs. 

to have knowledge of the tariff 
quotations. He should inquire 

using a rate, and if he deems the existing published rate 
discriminatory, attack it using, 
commission back to 


and not to depend on 


into the matter before 


unreasonable or before 
then the decision of the 
the date of his complaint. 


will date 


Railroad officials have no legal right to quote rates 
not in existence or to promise rates not in existence. If 
they do, and fail to keep such promise, the promisee has 
no legal means of redress. You can readily see that any 
other theory would foster discrimination. Suppose, for 
instance, the published tariff rate between two points were 


$2 per ton. A and B both desire to reach the common 
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market and bid against each other. Suppose the G. F. A 
tells A that he may bid on basis of $1.50 per ton and if 
he secures the contract, he (the G. F. A.) will publish 
that rate. B, A’s competitor, is ignorant of all this, and 
bases his bid on the tariff rate of $2 per ton. Of course, 
he loses out. An unfair advantage has been taken of him. 
The railroad might just as well have rebated A to 50 cents 
per ton, so far as moral wrong and evil effect are con- 
cerned, 

That the publication of rates in tariff form is notice 
to the shipper is a legal conclusion that is theoretically 
work out in practice. As a 
read tariffs. Hence, 

The federal] 
injured 


sound, but which does not 
matter of fact, only the expert can 
equity demands relief against misquotations. 
responsible to the party 


law makes the carrier 


for damages resulting from misquotations. I have tried 
to have a similar provision enacted in Ohio, but so fai 
my efforts have been futile. Such a provision, however, 
must be safeguarded to prevent mistakes made in quota 
tions on purpose. If a railroad may protect its quotations 
becoming a 


should be a 


danger of the 
Hence, 


by refunds there is system 


mere device for rebating. there 


penalty for misquotation, in addition to the refund. 


WANTS LUMBER RATE CUT 
THE TRAFFIC SERVICE NEWS BUREAT 

Colorado Building, Washington, D. ¢ 

has filed a 


-arriers that 


The Lumber Co. com 


plaint against the Iron 


Leavitt Land and 


Mountain and other 
take lumber from the district around Dermott, Ark., which 


brings forward the tap line decision as causing undue 


discrimination against it, as well as causing the main- 


It was filed by a firm in 
Adams of 


tenance of unreasonable rates. 


Chicago of which former Assistant Secretary 
the Interior Department is the head. 

The complaint says that inasmuch as the trunk lines 
formerly paid divisions out of the through rates running 
from three-fourths of a cent to seven cents per 100 pounds, 
the rates they now receive are unjust and unreasonable. 
As to the particular complainant, they are also said to 
be unduly discriminatory as compared with rates on like 
kinds of lumber from points east of the Mississippi. 
100 pounds, this complainant says, repre- 
sents the extent of the unreasonable and unduly dis- 
criminatory charge. It asks that the rates to Memphis, 
Thebes, Cairo, St. Louis, East St. Louis and Kansas City 
be cut down four cents, so that the trunk lines will not 
benefit by reason of the cancelations ordered as a result 


of the decision in the tap line matter. 


Four cents per 


RATES ON CITRUS FRUITS 


The long-drawn-out as to what consti 
tutes a reasonable rate on citrus fruits has again broken 
out, this time in the complaint from fruit merchants at 
Billings, Mont., and Sheridan, Wyo., the complaint being 
that the $1.15 rate into that part of the country is un- 
just and unreasonable in that it exceeds the blanket rate 
to points farther east. The complaint is coupled with 
a demand for reparation down to the dollar rate, and 
makes the issue clear as to whether, by reason of the 
mountainous character of the country, a higher rate for 
a much shorter haul can be maintained. 
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EFFECT OF RATE ADVANCE ON COST 
Editor Tue TRAFFIC WOoOLRD: 

The writer is interested in your editorial in the issue 
of May 17 regarding the “Rate Advance,” and especially 
the quotation from Slason Thompson’s “Railway Library” 
as to the effect of a horizontal advance in rates on the 
cost of commodities to the consumers. I believe his 
method of figuring is fundamentally wrong and mislead- 
ing, and his conclusions consequently the same. His 
basis of figuring is on the premises that a single trans- 
portation movement from the point of manufacture to 
the point of consumption is all the transportation cost 
that enters into the price of a manufactured commodity. 
The fact of the matter is that four or five transportation 
movements, instead of one single movement, have to be 
considered. A general rate advance affects not only the 
outbound rates from the factory to the point of distribu- 
tion, but the inbound rates to the factory on every raw 
material which enters into the construction of a com- 
modity, even on the cost of coal used in operating the 
factory. Take, for instance, an agricultural implement 
manufactured partially of wood and partially of steel. 
A general rate advance increases the transportation cost 
on this commodity in practically four separate move- 
ments: 

1. The movement from the mine or forest to the 
steel and lumber mills. 


2. From the steel and lumber mills to the agricul- 
tural implement factory. 


3.. From the agricultural implement factory to the 
wholesaling house or transfer warehouse. 


1. From the wholesaling point to the point of con- 
sumption. To determine the real effect of a general 
advance in rates on the cost of this article to the con- 
sumer, a separate increase of transportation cost on each 
one of these movements must be figured, as well as the 
increase in the factory cost of fuel, etc. The result o: 
figures based on this method of compilation would be 
very different from those named in the “Railway Library” 
and would be the only true basis of determining the 
added cost of increased transportation rates. 

This, I believe, however, is entirely aside from the 
question before the Interstate Commerce Commission, 
which is purely one of the facts as to whether or not 
the operating costs of the carriers have so increased 
since this question of rate advance was previously before 
the Commission, as to make any increased rates on the 
part of the transportation lies really necessary. I believe 
the shipping public will be entirely satisfied to abide by 
the judgment of the Commission as to the facts and 
merits of this proposition. 


I have called attention to this proposition of the 
method of figuring the effect of generally increased trans- 
portation rates on the cost of commodities, because the 
method used in the “Railway Library” seems to be so 


generally accepted as a proper method, and because I 
believe it is entirely misleading and erroneous. 


Milwaukee, Wis., May 23, 1913. H. F. Lindsay. 


ORE AND COAL RATES OUT OF LINE 


THE TRAFFIC SERVICE NEWS BUREAU. 

Colorado Building, Washington, D. C. 

Arguments were made May 19 before the Interstate 

Commerce Commission in the cases ef the Youngstown 

Sheet & Tube Co. and other independent steel concerns 

of the Mahoning and Shenango valleys against the Pitts- 

burgh & Lake Erie, the Lake Shore & Michigan Southern 
and other railroads on coal, coke and ore rates. 





Attorney William A. Rand, representing the principal 
complainant, opening the argument for the complainants, 
said they had not emphasized the ton-mile return because 
they had deemed the car and train mile much more im- 
portant. He declared that it is indisputable that the ore 
as well as coke rates are unduly disproportionate. Strong 
attack was made on the payment of 11 cents per gross 
ton by the railroads to stevedores for handling ore from 
the vessel over the docks as being useless, and repre- 
senting nearly $300,000 per year wasted, there having 
been 25,000,000 tons of ore taken out of Lake Erie docks 
in 1912. Under the present arrangements he said ship- 
pers get no drawback, so far as he knows. The docks 
and machinery, he said, are owned by the railroads, ship- 
pers having no financia] interest whatever in them, so 
far as he has been able to get the facts. 


Citing the point made by railroads that the steel 
companies had been making so much money, he declared 
it was none of the railroads’ business what the steel com- 
panies made. Conversely, he said, it is the business of 
the public to know what the railroads are making. It 
might be a sort of Peter-and-Paul proposition and appear 
rather harsh, but that such a condition applies. 

He objected to the effect that the railroads had no 
right to assess costs for maintenance of dock machinery, 
etc., and went into detail to show if this method was 
adopted it could apply to salaries, terminal charges, and 
such financia] obligations. The cost of service, he said, 
in closing, should be ignored. He also attacked the 
method employed in equalizing the cost of assembling 
raw materials entering into the manufacture of pig iron. 

In replying, Attorney Butterfield, New York Central 
Lines, said a reduction of 10 cents on all rates would 


cost the carriers $10,000,000 a year and that no reduction 


could be made in operating expense. The complainants, 
he said, are “now trembling lest they shall be subjected 
to a major operation from which they might not survive.” 
The idea had been exploded that the cars in service 
are loaded in both directions and that coal had been 
carried in trainloads, he declared. He also upheld the 
payment made to stevedores, because expert operation 
is required. 
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is the whole cost 
attorney. As 
Anyone 


his own witnesses, of course; but that 
to the complainant, except the fee of his 
a matter of fact, an attorney is not required. 
can bring a complaint, but where the complaint is likely 
to be strenuously resisted, it is probably wiser to have 
an attorney, as usually the layman is not sufficiently posted 
in procedure to meet the attorneys of the defendant rail 
road. Quite often demurrers preliminary motions 
must be met before the matter comes to a hearing on its 


and 


merits. 

For the reason that the average shipper shys off when 
he finds that it is necessary to bring a formal complaint 
commission adjusts as many com- 
plaints as possible by informal That 
correspondence and conference, with rail- 


to secure relief, the 


action. is to say, 
we take up by 
roads and endeavor to persuade, because we cannot com- 
mand. We usually succeed in satisfaction for 
the complainant. When we fail all 


the complainant to bring a formal complaint. 


securing 
that is left is for 


Please do not misunderstand me. We do not jump 


into action on every complaint as soon as brought. We 
first must satisfy ourselves that there is justification for 
And this preliminary often con- 


the complaint. work is 


because so large a proportion of the shipping 
sufficiently posted to be 
a case. Often the necessary facts are only par- 
That I so ardently ad- 


associations. 


siderable, 


public is not able properly to 


present 
tially given. is one reason why 
vocate traffic Only a 
shippers do business enough to justify an industrial traffic 
and employ 
When 


reach the 


small proportion of 


manager, but the small ones can organize 
traffic expert to serve a community. 
matters handled through that 


in shape for immediate 


one this is 
bureau 


action, 


done, 
commission because the 


informal complaint has been put in proper shape, pre- 


senting all the necessary data. 

Right here I might take your time briefly to discuss 
freight rate. In Ohio the 
and 


railroads 
filing in 


status of a 
right to 
such 


the legal 
have the 
tariff 
established facie 
Only Any 
complaint, challenge any rate, rule, regulation or practice 


establish, by publication 


form, rates as they deem proper. When so 


they are prima reasonable and legal. 


prima facie, however. patron may, by formal 
of a railroad company affecting intrastate traffic as being 


and if, after a hearing, 


well founded, it 


unreasonable or discriminatory, 


the commission finds the complaint may 


substitute for the rate, rule, regulation or practice so 
found to be 
rule, regulation or practice as it deems reasonable or non- 
discriminatory. 


The 


unreasonable or discriminatory, such rate, 


trouble is that so many shippers do not under 
stand this. Many think the railroads are bound by their 
rate quotations. This is not the case in Ohio—the tariff, 
and not the quotation, governs. The shipper is supposed 
knowledge of the tariff 


inquire 


to have and not to depend on 


quotations. He should into the matter before 


using a rate, and if he deems the existing published rate 
attack it 
commission 


using, 
back to 


unreasonable or discriminatory, before 


then the decision of the will date 


the date of his complaint. 
legal rates 


Railroad officials have no right to 


not in existence or to promise rates not in existence. If 


quote 


they do, and fail to keep such promise, the promisee has 
no legal means of redress. You can readily see that any 
other theory would foster Suppose, for 
instance, the published tariff rate between two points were 
$2 per ton. A and B both desire to reach the common 


discrimination. 
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market and bid against each other. Suppose the G. F. A 
tells A that he may bid on basis of $1.50 per ton and if 
he secures the contract, he (the G. F. A.) will publish 
that rate. B, A’s competitor, is ignorant of all this, and 
bases his bid on the tariff rate of $2 per ton. Of course, 
he loses out. An unfair advantage has been taken of him 
The railroad might just as well have rebated A to 50 cents 
per ton, so far as moral wrong and evil effect are con 
cerned. 

That the publication of rates in tariff form is notice 
to the shipper is a legal conclusion that is theoretically 
sound, but which work out in practice. As a 
matter of fact, only the expert can read tariffs. Hence 
against misquotations. The federal] 
injured 


does not 


equity demands relief 


carrier responsible to the party 


tried 


law makes the 


for damages resulting from misquotations. I have 


to have a similar provision enacted in Ohio, but so fat 
my efforts been futile. 
must be safeguarded to prevent mistakes made in quota 


have Such a provision, however, 


tions en purpose. If a railroad may protect its quotations 


by refunds there is danger of the system becoming a 


mere device for rebating. Hence, there should be a 


penalty for misquotation, in addition to the refund. 


WANTS LUMBER RATE CUT 
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The Land and Lumber Co. has filed a com 


plaint against the Iron 
take lumber from the district around Dermott, Ark., which 


Leavitt 
Mountain and other carriers that 


brings forward the tap line decision as causing undue 


discrimination against it, as well as causing the main- 


tenance of unreasonable rates. It was filed by a firm in 


Chicago of which former Assistant Secretary Adams of 
the Interior Department is the head. 

The complaint says that inasmuch as the trunk lines 
formerly paid divisions out of the through rates running 
from three-fourths of a cent to seven cents per 100 pounds, 
the rates they now receive are unjust and unreasonable. 
As to the particular complainant, they are also said to 
be unduly discriminatory as compared with rates on like 
kinds of lumber from points east of the Mississippi. 
Four cents per 100 pounds, this complainant says, repre- 
extent of the and unduly 
criminatory charge. It asks that the rates to Memphis, 
Thebes, Cairo, St. Louis, East St. Louis and Kansas City 
be cut down four cents, so that the trunk lines will not 
benefit by reason of the cancelations ordered as a result 


of the decision in the tap line matter. 


sents the unreasonable dis- 


RATES ON CITRUS FRUITS 


The long-drawn-out controversy as to what consti 
tutes a reasonable rate on citrus fruits has again broken 
out, this time in the complaint from fruit merchants at 
Billings, Mont., and Sheridan, Wyo., the complaint being 
that the $1.15 rate into that part of the country is un- 
just and unreasonable in that it exceeds the blanket rate 
to points farther east. The complaint is coupled with 
a demand for reparation down to the dollar rate, and 
makes the issue clear as to whether, by reason of the 
mountainous character of the country, a higher rate for 


a much shorter haul can be maintained. 
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EFFECT OF RATE ADVANCE ON COST 
Editor Tue TRAFFIC WOoOLRD: 

The writer is interested in your editorial in the issue 
of May 17 regarding the “Rate Advance,” and especially 
ihe quotation from Slason Thompson’s “Railway Library” 
as to the effect of a horizontal advance in rates on the 
cost of commodities to the consumers. I believe his 
method of figuring is fundamentally wrong and mislead- 
ing, and his conclusions consequently the same. His 
basis of figuring is on the premises that a single trans- 
portation movement from the point of manufacture to 
the point of consumption is all the transportation cost 
that enters into the price of a manufactured commodity. 
The fact of the matter is that four or five transportation 
movements, instead of one single movement, have to be 
considered. A general rate advance affects not only the 
outbound rates from the factory to the point of distribu- 
tion, but the inbound rates to the factory on every raw 
material which enters into the construction of a com- 
modity, even on the cost of coal used in operating the 
factory. Take, for instance, an agricultural implement 
manufactured partially of wood and partially of steel. 
A general rate advance increases the transportation cost 
on this commodity in practically four separate move- 
ments: 

1. The movement from the mine or forest to the 
steel and lumber mills. 


2. From the steel and lumber mills to the agricul- 
tural implement factory. 


” 


3. From the agricultural implement factory to the 
wholesaling house or transfer warehouse. 


1. From the wholesaling point to the point of con- 
sumption. To determine the real effect of a general 
advance in rates on the cost of this article to the con- 
sumer, a separate increase of transportation cost on each 
one of these movements must be figured, as well as the 
increase in the factory cost of fuel, ete. The result ot 
figures based on this method of compilation would be 
very different from those named in the “Railway Library” 
and would be the only true basis of determining the 
added cost of increased transportation rates. 

This, I believe, however, is entirely aside from the 
question before the Interstate Commerce Commission, 
which is purely one of the facts as to whether or not 
the operating costs of the carriers have so increased 
since this question of rate advance was previously before 
the Commission, as to make any increased rates on the 
part of the transportation lies really necessary. I believe 
the shipping public will be entirely satisfied to abide by 
the judgment of the Commission as to the facts and 
merits of this proposition. 


I have called attention to this proposition of the 
method of figuring the effect of generally increased trans- 
portation rates on the cost of commodities, because the 
method used in the “Railway Library” seems to be so 


generally accepted as a proper method, and because I 
believe it is entirely misleading and erroneous. 


Milwaukee, Wis., May 23, 1913. H. F. Lindsay. 


ORE AND COAL RATES OUT OF LINE 


THE TRAFFIC SERVICE NEWS BUREAU. 

Colorado Building, Washington, D. C. 

Arguments were made May 19 before the Interstate 

Commerce Commission in the cases ef the Youngstown 

Sheet & Tube Co. and other independent steel concerns 

of the Mahoning and Shenango valleys against the Pitts- 

burgh & Lake Erie, the Lake Shore & Michigan Southern 
and other railroads on coal, coke and ore rates. 





Attorney William A. Rand, representing the principal 
complainant, opening the argument for the complainants, 
said they had not emphasized the ton-mile return because 
they had deemed the car and train mile much more im- 
portant. He declared that it is indisputable that the ore 
as well as coke rates are unduly disproportionate. Strong 
attack was made on the payment of 11 cents per gross 
ton by the railroads to stevedores for handling ore from 
the vessel over the docks as being useless, and repre- 
senting nearly $300,000 per year wasted, there having 
been 25,000,000 tons of ore taken out of Lake Erie docks 
in 1912. Under the present arrangements he said ship- 
pers get no drawback, so far as he knows. The docks 
and machinery, he said, are owned by the railroads, ship- 
pers having no financial] interest whatever in them, so 
far as he has been able to get the facts. 


Citing the point made by railroads that the steel 
companies had been making so much money, he declared 
it was none of the railroads’ business what the steel com- 
panies made. Conversely, he said, it is the business of 
the public to know what the railroads are making. It 
might be a sort of Peter-and-Paul proposition and appear 
rather harsh, but that such a condition applies. 

He objected to the effect that the railroads had no 
right to assess costs for maintenance of dock machinery, 
etc., and went into detail to show if this method was 
adopted it could apply to salaries, terminal charges, and 
such financia] obligations. The cost of service, he said, 
in closing, should be ignored. He also attacked the 
method employed in equalizing the cost of assembling 
raw materials entering into the manufacture of pig iron. 

In replying, Attorney Butterfield, New York Central 
Lines, said a reduction of 10 cents on all rates would 


cost the carriers $10,000,000 a year and that no reduction 


could be made in operating expense. The complainants, 
he said, are “now trembling lest they shall be subjected 
to a major operation from which they might not survive.” 
The idea had been exploded that the cars in service 
are loaded in both directions and that coal had been 
carried in trainloads, he declared. He also upheld the 
payment made to stevedores, because expert operation 
is required. 
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THE INDUSTRIAL TRAFFIC LEAGUE 


Meeting at Buffalo One of the Most Successful 
in the History of Shippers’ Organization 





The National Industrial Traffic League assembled 
for meeting at the Iroquois Hotel, Buffalo, N. Y., on May 
23 and 24, upon invitation of the Buffalo Chamber of 
Commerce. Friday morning and afternoon and Saturday 
morning were devoted to the business sessions; Friday 
evening an informal dinner was held, and Saturday after- 
noon was given to attendance upon a complimentary 
boat excursion around the Buffalo harbor, as guests of 
the Buffalo Chamber of Commerce. The Transportation 
Club of Buffalo extended to the members of the league 
the privileges of their club, in the rooms of the club at 
the Hotel Lafayette, during the stay in Buffalo. 


Uniform Bill of Lading. 


A report was received from the Bill of Lading Com- 
mittee advising of the intention of being represented at 
hearings before the Interstate Commerce Commission, in 
their investigation as to bills of lading. The league 
authorized such appearance by the committee on behalf 
of the league membership, the report of the committee 
as adopted also providing that desired changes in the 
conditions of bills of lading should be communicated by 
the members of the Bill of Lading Committee. 

Bilis Relating to Bills of Lading (Congress). 

The Legislative Committee reported the reintroduction 
into Congress of a federal bill of lading law similar to 
legislation introduced at the last session by Senator 
Pomerene. The new bill, Senate Bill No. 1654, 63d Con- 
gress, was, in accordance with the recommendation of 
the committee, approved by the league and the proper 
committees instructed “to employ all means within their 
power to expedite such legislation.’ In reporting on 
this subject the committee called attention to decisions 
of the Supreme Court, showing the necessity for federal 
legislation on the subject of bills of lading, since the 
court has held, in substance, that in interstate commerce 
shippers can no longer rely on state legislation. [THE 
TRAFFIC WorLD of May 10 contains a complete review, 
by Francis B. James, attorney, of the bill and legisla- 
tion desired.—Editor.] 

Stealage of Freight in Interstate Commerce. 

The Legislative Committee reported the passage of 
federal legislation for securing conviction and punish- 
ment in the case of larceny of freight in interstate com- 
merce, in cases where state jurisdiction does not con- 
trol, due to inability to determine within the jurisdiction 
of which state stealage occurs. Such cases may now be 
prosecuted in the federal courts to the mutual benefit of 
shippers and carriers. Several of the members reported 
good results in stopping pilferage of freight. 


National Code of Demurrage Rules. 


The Car Demurrage and Storage Committee reported 
the publication of the following new Rule 9, Section A, 
of the National Code of Demurrage Rules, providing for 
the disposition of Sundays and legal holidays in the 
application of the Average Agreement: 

“A credit of one day will be allowed for each car 
released within the first 24 hours of free time (except to 
a car subject to Rule 2, Section B, Paragraph 5). A 
debit of one day will be charged for each 24 hours or 
fraction thertof that a car is detained beyond the free 
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time. In no case shall more than one day’s credit be 
allowed on any one car, and in no case shall more than 
five (5) days’ credit be applied in cancelation of debits 
accruing-on any one car. When a car has accrued five 
(5) debits, the charge provided for by Rule 7 will be 
made for all subsequent detention, including Sundays 
and holidays.” 

The publication of this new rule cancels interpreta 
tion No. 921, in connection with the demurrege rules. 


Uniform Classification. 


The Legislative Committee reported as to legislation 
on the subject of Uniform Classification, and recom- 
mended that an early conference be sought with the 
executive committee of the Uniform Classification Com- 
mittee, for the purpose of expediting the work of secur- 
ing a uniform classification. The plan for the making 
of uniform classification, as adopted by the league at 
the November, 1912, meeting, was recommended as a 
basis for these negotiations. The report of the committee 
was received and approved, and a special committee of 
nine taken from the standing committees on legislation 
and classification was appointed to carry out the intent 
of the report. The president, vice-president and secre- 
tary were made ex-officio members of this special com- 
mittee. Following is the plan proposed at the Novem- 
ber meeting: 


Plan for Making Uniform Classification. 

lst. The making of the classification of freight, 
and rules and regulations to which same shall be sub- 
ject, be delegated to an expert committee to consist of 
not less than seven, nor more than fifteen members; 
said committee to be in constant session, their entire 
time to be devoted to the study of classification matters, 
that their acts may be based upon judgment determined 
by thorough investigation and expert knowledge. Their 
duties shall be: 


(A) To bring about and formulate uniform descrip- 
tion of articles, package requirements, minimum weights 
and so far as practicable uniform rules and regulations. 

(B) To provide the rating to be applied upon each 
article in each of the present classification territories 
(Official, Western and Southern) in order that such 
article may be rated in each territory in harmony with 
the rate adjustment applicable thereto. 

(C) To promulgate and publish a joint classifica- 
tion showing all items, with ratings to be observed in 
each of the different classification territories; also the 
rules and regulations pertaining thereto. 

(D) To adopt a uniform system of numbering or 
lettering classes, in the conversion thereof maintaining 
ratings consistent with the scale of rates applying in 
each territory. 

2d. Public meetings to be held quarterly, at which 
shall be considered petitions of shippers for proposed 
changes; also changes recommended by the carriers or 
their agents—tne classification committee. Due notice 
of such meetings, with time and place, together with 
docket of subjects to be considered, to be given, and 
petitioners and others interested in the changes proposed 
or sought to be given an opportunity to be heard, 

3d. The Interstate Commerce Commission to be re- 
quested to have present at all of the public hearings a 
member of the Commission, or a duly authorized repre- 
sentative, to hear the discussions, with the privilege and 
right of participating by making of such proper inquiry 
as may be necessary to develop the facts. A record of 
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the proceedings to be kept by an official reporter, and 
a copy thereof to be filed with the Commission. 


Incomplete Expense Bills. 

In respect to information to be shown on expense 
bills, the league reaffirmed the joint recommendations 
of the National Industrial Traffic League and the Ameri- 
can Railway Association, adopted at meeting of joint 
committee, Oct. 19-20, 1909, and further approved the 
following recommendation of the Weighing Committee of 
the league as to information to be shown as to weights: 

“Each waybill or manifest for carload freight accom- 
panying the car, if car is weighed on track scales, shall 
have attached to it a certificate of weight showing the 
gross, tare and net weights, the date, time and place of 
weighing, the condition of the weather, whether car was 
weighed standing still or in motion, whether coupled or 
uncoupled, whether actual or stenciled tare used, such 
certificate to be signed by the weighmaster. This in- 
formation shall be shown on transfers to connecting 
line, be carried on or with waybills or manifests to 
destination, and shall also be shown on the freight bill 
to consignee.” 

Weighing Committee. 

The Weighing Committee reported a set of tentative 
weighing rules to be used as a basis for contemplated 
negotiations with the carriers. Attention was invited to 
the language of the Interstate Commerce Commission in 
its notice fixing date for oral argument in the weighing 
investigation, wherein the Commission stated its pur- 
pose to hold over the subject of detailed rules as to 
weighing of carload freight, pending negotiations between 
shippers and carriers looking to an agreement upon such 
rules. The league approved the work of the committee 
and authorized joint conferences with the carriers. 


Rules as to Storage of Freight. 


The Car Demurrage and Storage Committee reported 
a recommendation as to change in the notification rule 
of the present code of storage rules, providing, in addi- 
tion to notification to consignee of arrival of shipment, 
that “where consignees decline to accept freight, or de- 
livering agent is unable to effect delivery within 48 
hours, unless consignee has agreed to take delivery, no- 
tice: shall be given to the shipper of the freight of such 
refusal or inability to make delivery.”- This recommen- 
dation was approved by the league, and the committee 
was also instructed to endeavor to secure uniformity in 
the charge assessed for the storage of freight and the 
free time allowed. 

Demurrage and Storage Charges on Export Traffic. 

The special committee having this matter in hand 
reported its work of preparation in securing information 
as to the conditions at the different ports, and as to 
rules and regulations in effect. 

The matter was left with the committee for further 
development of the question, 


Car Shortage. 

The league approved the recommendations of a 
special committee for the issuance of a circular inviting 
attention to the good results obtained through previous 
circulars, and further urging the co-operation of the 
shipping public in securing prompt release of equip- 
ment. 

Charge for Tariffs and Classifications. 

In the matter of charging for tariffs and classifica- 

tions the league authorized its Tariffs Committee to ask 
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the Interstate Commerce Commission to suspend the 
effectiveness of its recent statement, so far as it author- 
izes a general charge for all tariffs and classifications, 
until a hearing and investigation may be held. This 
committee was also instructed to investigate and prepare 
a report on the subject, and pending such report from its 
committee, the league did not positively state its position 
in the matter, although the opinion was very strongly 
expressed that inasmuch as carriers are thereby relieved 
of the large expense and burden in quoting rates, in- 
serting same on bills of lading, etc., tariffs and classifi- 
eations should be furnished without charge. 


Proper Packing and Marking of Freight. 


The league authorized the preparation of a pam- 
phlet dealing with the important question of packing 
and marking of freight, with a view of continuing its 
efforts to reduce, so far as shippers are responsible, the 
amount of loss and damage claims. In the course of 
this discussion facts were submitted by various mem- 
bers tending to show that carriers are largely respon- 
sible for loss and damage due to causes over which the 
shipper has’ no control. The proposed pamphlet will 
include an appeal to the carriers for co-operation, while 
urging shippers to do their part. 


Commerce Court, 

The league adopted a resolution expressing itself as 
favorable to the maintenance of a central federal com- 
merce court, to the end that there might be uniformity 
and expedition in the handling of cases brought before 
the courts, provided the jurisdiction of such a court is 
strictly limited, as defined by the present law and the 
decisions of the Supreme Court of the United States. 


FREIGHT AGENTS ASSOCIATION 





The twenty-sixth annual convention of the American 
Association of Freight Agents will be held at the Hotel 
Statler, Buffalo, on June 17, 18, 19 and 20. Following is a 
list of topics for discussion as presented from various 
localities: 

No. 1—Boston: “In view of the recent amendment 
to the By-laws of the American Association of Freight 
Agents, whereby freight agents at port terminals of water 
transportation companies are admitted to the association 
on a parity with freight agents at terminals of railroad 
transportation companies, a closer social and traffic re- 


lationship should be cultivated between these officials in - 


the interest of local and through traffic. 

“What suggestions can be offered to more firmly estab- 
lish a sentiment of friendly and business co-operation with 
water carriers?” 

No. 2—Peoria: “Cleaning of Refuse From Cars.” 

No. 3—St. Louis, Mo.: “Over and Short Bureau.” 

No, 4—Kansas City, Mo.: “Trap Cars.” 

No. 5—Wheeling, W. Va.: “Over Short and Free 
Astray Freight” (Suggested by reason of so many ship- 
ments over without billing, short on regular billing and 
free astray, notwithstanding numerous instructions and 
much discussion). 

No. 6—New Orleans, La.: “Damage to Mill Products 
Caused by Rain, Defective Equipment.” 

No. 7—Norfolk, Va.: “Increased Efficiency in the 
Conduct of the Local Agencies.” 

No. 8—New Orleans, La: ‘Marking, Packing and 
Density of Cotton; what part does the local freight agent 
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take, or what part can he take, in the widespread move- 
ment on the part of transportation lines for a _ better 
cotton bale and clear legible marks?” 

No. 9—Lincoln, Neb.: “Enormous Waste of Earnings, 
due to inefficient weighing of carload and jess-than-carload 
freight. Can and shall it be stopped?” 

No. 10—Baltimore, Md.: Insuffi- 
ciently Strapped, or Clamped, for Safe Transportation.” 

No. 11—St. Louis, Mo.: 
Office Work.” 

No. 12—Toledo, O.: “What is the Best Method of 
Filing Correspondence at a Local Freight Station?” 

No. 13—Montreal, Que.: “Weights 
Consignor to Be Shown on Bill of Lading.” 

No. 14—Baltimore, Md.: “Packing of 
load quantities of household goods for safe carriage to 


“Shoes in Cases, 


“Specializing in Local Freight 


Guaranteed by 
less-than-car- 


destination, instead of being accepted loose, as is now 
the case.” 

No. 15—Fort Worth, Tex.: 
Rule No. 5, cars to interchange are accompanied by prcper 


“When under Car Service 


data for forwarding, do receipts given by agent, or his 
representatives, on per diem lists, or other’ similar docu- 
ments, cover cars or waybills, or both?” 

No. 16—Kansas City, Mo.: “Bills With or in Advance 
of Car.” 

Officers of the association are: President, C. F. Coch- 
rane; first vice-president, George B. Ayer; second vice 
president, H. J. Griffing; 
C. E. Fish. 


secretary, R. O. Wells; treasurer, 





DEMURRAGE OFFICERS MEET 


The twentieth annual convention of the American 
Association of Demurrage Officers was held at the Black- 
stone Hotel, Chicago, on May 20 and 21. President E. E. 
Mote, manager of the Pacific Car Demurrage Bureau, San 
Francisco, presided, and 21 members out of a total mem 
bership of 25 were in attendance. After a considerable 
discussion resolutions were adopted and referred to the 
American Railway Association, recommending an increase 
in the demurrage rate for interstate business throughout 
the United States from $1 to $3 per car for each day 
after the expiration of 48 hours free time; the elimination 
of the average agreement contained in the uniform dem- 
urrage rules now generally in effect, which allows time 
less than 48 hours required for loading and unloading to 
be used as an offset to time over 48 hours during the 
same month; also the elimination of the rules providing 
for an allowance on account of weather conditions after 
the expiration of free time. 

The proposal to advance the demurrage rate was based 
on the belief of those present that a higher demurrage 
rate would greatly reduce the detention of cars by con- 
signees, and thereby benefit both railways and shippers 
by increasing the efficiency of the car supply. It was 
also believed that a $1 demurrage rate does not approxi- 
mate the value of the earning capacity of a car at any 
season of the year. The recommendation was based 
largely on the experience that a high demurrage rate in 
California, where rates of $3 and $6 have been in effect 
for a considerable length of time on state business, and 
where the Interstate Commerce Commission has recently 
allowed an increase of the demurrage rate on interchange 
traffic to $3. 

Other recommendations were adopted providing for 
minor changes in the rules in the direction of improvement 
and clarification. 


The resolution to eliminate the average agreement was 
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based on the belief, stated frequently in the discussion, 
that it is taken advantage of only by large shippers, and 
is of no benefit to the smaller shippers. The elimination 
of the weather allowance was proposed on the ground 
that a free time of 48 hours is reasonable for all who 
provide proper facilities for loading and unloading, and 
that it operates as a discrimination in favor of those who 
do not make adequate provision as against those who 
do provide proper shelter. It was also declared that in 
large terminal districts, such as in Chicago, the weather 
allowance must be based solely on the word of the con- 
signee, because 
territory. 


weather conditions may vary in the 

By order of the State Railway Commission no weather 
allowance has been made in California on intrastate traffic 
for several years. 

President Mote and Secretary-Treasurer A. G. Thoma- 
son, demurrage commissioner, Boston, Mass., were re- 
elected. R. A. Taylor, manager of the Virginia and West 
Virginia Demurrage Bureau, Richmond, Va., was elected 
vice-president to succeed W. E. Backensto. It was de- 
cided to hold the next annual convention at St. Louis, on 
May 19, 1914. 


FRISCO IN RECEIVERS HANDS 


The St. Louis & San Francisco and its subsidiary, 
the Chicago & Eastern Illinois, were on May 27 forced 
into the hands of receivers by actions taken simulta- 
neously in United States courts at St. Louis and Chicago. 
Receivers appointed for the Frisco are: 

B. L. Winchell, president of the road, representing 
the operating department. : 

Thomas H. West, president of the St. Louis Union 
Trust Co., representing the financial management. 

Receivers for the C. & E. L.: 

William J. Jackson, vice-president and genera] man- 
ager, representing the operating department. 

Edwin M. Winter of New York, 
financial management. 


representing the 


Judge Carpenter appointed Will H. 
counsel for the C. & E. I. 


Lyford general 
receivers. In St. Louis Judge 
Sanborn appointed Thomas T. Fauntleroy special commis 
sioner to represent the court in future proceedings. 

Some of the reasons for the action stated in the bill 
are that during the two years last past there have been 
material and repeated advances in the cost of labor and of 
fuel and other materials used and necessary for use in 
the maintenance and operation of the railroad property. 
The cost of operation of the railroad has also been fur 
ther largely increased by the enactment by state legis- 
latures and by the Congress of the United States and 
by the Interstate Commerce Commission of expensive 
requirements, such as full crew bills, safety appliance 
acts, and other requirements which have very largely in- 
creased the cost of operation. Taxes are alleged to have 
increased during the last year by $75,000. 

TO ARBITRATE GALVESTON DEMURRAGE. 

In an effort to reach an understanding on the sub- 
ject of equitable demurrage regulations for Galveston, 
Texas City and other Texas ports, the carriers and ship- 
pers have agreed to abide by the findings of an arbitrator 
who may be named by the Interstate Commerce Com- 
mission. The Commission has selected Charles N. Brady, 
an agent of the Commission, for this task, and his ap- 
pointment for that purpose is likely to be announced at 


any time. 
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Proposed Re-opening 
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of Eastern Rate Case 


Statement of Facts in Opposition to Jurisdiction of Commission to Hear Petition and Grounds for 
Re-opening Set Forth Therein 


By FRANCIS B. JAMES, Commerce Counsel and Attorney-at-Law, Washington, D. C., and Cincinnati O. 


Preliminary. 

On May 14, 1913, the Baltimore & Ohio Railroad Co., 
Erie Railroad Co., New York Central Lines and the 
Pennsylvania Railroad System, on behalf of themselves 
and other carriers, through Hugh L. Bond., Jr., George 
F, Brownell, Clyde Brown and George Stuart Patterson, 
filed with the Interstate Commerce Commission a paper 
entitled “Petition for Rehearing” in Docket No. 3400. 

Said petition for rehearing stated, among other 
things: 

“Your petitioners state that the advances which 
were sought in 1910 were principally in the so-called 
class rates, which advances were objected to by shippers 
upon the ground that such advances as were then pro- 
posed in long-established rates would seriously disturb 
the existing relations between classes of traffic and be- 
tween communities. While this Commission found it 
unnecessary to determine whether the proper articles 
of commerce had been selected to bear the advancs, 
having determined that the carriers were not at that 
time entitled to secure additional revenue through in- 
creases in rates, your petitioners now submit that if an 
increase in freight rates is permitted the method of 
making it which would work the least disturbance of 
existing relations between classes of traffic and between 
communities would be that of the same percentage in- 
crease in all freight rates, subject to such modifications 
as may be required to preserve necessary differential 
relations. 

“Your petitioners, therefore, desire and propose to 
increase all freight rates, class and commodity, on the 
basis of 5 per cent, with reasonable minima per 100 
pounds and per ton.” 

lI. THE INTERSTATE COMMERCE COMMISSION IS 
WITHOUT JURISDICTION TO ENTERTAIN THE 
SO-CALLED PETITION FOR REHEARING IN CASE 
DOCKET NO. 3400 FOR THE PURPOSES SET 
FORTH IN SAID SO-CALLED PETITION FOR RE- 
HEARING. 

(a) Subject Matter of Docket No, 3400. 

Case Docket No. 3400 involved an advance in Offi- 
cial Classification territory from 5 to 20 per cent on 
all class rates and 150 commodity rates (this being 
about one-half of the total number of commodity rates) 
both all-rail and lake-and-rail and rail-lake-and rail. 20 
LC. BR, 347. 

The carriers actually filed tariffs making said ad- 
vances in all said class rates and 150 commodity rates. 
Said case, therefore, did not involve an entire schedule 
or scheme of freight rates or entire freight rate fabric 
in said territory or a uniform horizontal advance there- 
of. The Commission, of its own motion, entered into 
an inquiry as to the propriety of said advanced rates, 
said tariffs being suspended in the meantime. After a 
full hearing the Commission on Feb. 22, 1911, handed 
down an opinion which concluded (20 I. U, C. R., 306) 
as follows: 

“For these reasons we dislike to tie up, by hard 
and fast order, these commodity rates, and we have 
concluded, as to all the rates involved in this proceed- 


ing, to simply require the defendants to cancel, on or 
before March 10, their advanced tariffs on file and re- 
store their former rates, which are the rates now in 
effect. If this requirement is not complied with the 
proposed rates will be suspended, the necessary findings 
“of fact made, and the usual two years’ order issued as 
to all the tariffs involved.” , 

Thereupon the carriers withdrew all tariffs thereto- 
fore filed by them advancing all said class rates and 
said 150 commodity rates. There is, therefore, nothing 
pending before the Commission. 

(b) Subject Matter of So-called Petition for Rehearing. 

A careful reading of each and every word of the 
so-called petition for a rehearing and the context in 
which each and every word is used fails to disclose a 
desire for a rehearing of the issues involved in Docket 
No. 3400, which issue was as to the propriety of ad- 
vancing all class rates and 150 commodity rates in said 
territory from 5 to 20 per cent. 

The petition for rehearing states that the carriers 
“desire and propose to increase all freight rates, class 
and commodity, on the basis of 5 per cent, with reason- 
able minima per 100 pounds and per ton,” with “such 
modifications as may be required to preserve necessary 
differential relations.” 

The carriers have filed no tariffs, now plainly indi- 
cated upon the schedules kept open to public inspection, 
for said advance of all class rates and commodity rates 
setting forth the minima per 100 pounds and per ton, or 
the “modification as may be required to preserve neces- 
sary differential relations.” 

(c) Case Purely Abstract and Not Concrete. 

The case presented in the so-called petition for a 
rehearing is purely abstract and not concrete, and is 
not legal notice to concrete shippers of concrete ad- 
vanced rates on concrete commodities. The law con- 
templates that shippers should have full legal notice of 
an advance in rates and minima, and of “such modifica- 
tions as may be required to preserve necessary differ- 
ential relations’ by the carriers actually filing tariffs 
or plainly indicating upon the schedules in force at the 
time and kept open for public inspection, so that con- 
crete shippers can see in concrete form the concrete 
effect of a concrete increased transportation tax on con- 
crete commodities. 

(d) Commission Without Jurisdiction, 

The Commission has a right to entertain a petition 
for a rehearing of a pending case. Case Docket No. 
3400 was closed and the subject matter thereof termi- 
nated with the withdrawal of the tariffs advancing all 
the class rates and 150 commodity rates from 5 to 20 
per cent. No question was involved in Case Docket No. 
3400 of an entire schedule or scheme of freight rates 
or an entire freight rate fabric or a uniform horizontal 
advance thereof, with “such modifications as may be 
required to preserve necessary differential relations.” 

(e) Remedy for Carriers. 

If the carriers believe they are entitled to a uni- 
form horizontal advance of all class rates and all com- 
modity rates in Official Classification territory, and have 
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the slightest confidence in their position, they would 
proceed according to law and file their tariffs, or plainly 
indicate same upon the schedules in force and kept open 
to public inspection. They say to do so will cost them 
a large sum of money. It is to be remembered the 
proposed increase means $45,000,000 to $50,000,000 yearly 
in additional transportation tax on the present tonnage 
for each year for years to come, while all know the 
tonnage and density of traffic will materially increase 
from year to year in the future. 

Attention is called to the very significant fact that 
in the General Advance of Rates Case, Docket No. 3400, 
it was claimed that the increase of from 5 to 20 per cent 
class rates and on 150 commodity rates would 
produce an additional revenue of $27,031,444.88, 
while it is quite apparent that in the proposed uniform 
horizontal advance of 5 per cent on the entire schedule 
freight rates (class and commodity) in 

territory will produce annually 
$50,000,000 additional revenue. In 
“small” proposed uniform hori- 
cent will produce annually 
double the additional revenue which would have 
an increase of from 5 to 20 per cent on 
and on 150 commodity rates in the Gen- 
Rates Case, Docket No, 3400, 

(f) Precedent. 

The carriers, by filing the so-called petition for re- 
hearing for permission for a uniform horizontal advance 
commodity rates in Official 
established a _ precedent 
result in a general popular demand for an 
Interstate Commerce Act providing 
be advanced and no rule, regulation 
burdensome, without first 


on all 
yearly 


or scheme of 
Official Classification 
from $45,000,000 to 
other words, the so-called 
zontal advance of 5 per 
nearly 
resulted from 
all class rates 


eral Advance of 


rates and all 
territory, have 


of all class 
Classification 
which 
amendment to the 
that no rate shall 
or practice be made more 
obtaining the permission of the Commission after notice 
to the shippers, a’ practice now in vogue before many 
state commissions by virtue of state statutes. 

ll. A GENERAL ADVANCE OF A WHOLE SCHEDULE 
OR SCHEME OF RATES’ NECESSARILY _IN- 
VOLVES A VALUATION OF THE PROPERTY DE- 
VOTED TO THE PUBLIC SERVICE AND A FAIR 
RETURN THEREON. 

Treating the so-called petition for a rehearing, as it 
is in fact, a general scheme involving a uniform hori- 
zontal advance of the entire schedule or scheme or 
fabric of freight rates in Official Classification territory, 
including all-rail, lake-and-rail and rail-lake-and-rail rates, 
there is necessarily involved the valuation of the prop- 
erty devoted to the public service and a fair return 
thereon. 

It is laid down by all writers, legal and economic, 
that where a whole schedule or scheme of freight rates, 
or whole freight rate fabric, is concerned, the question 
becomes one of the value of the property devoted to the 
public service and a fair return thereon. Beale & Wy- 
man on Railroad Rate Regulation, Section 312; Noyes 
on American Railroad Rates, p. 25. 

In the General Advance in Rate Cases—Eastern 
Case and Western Case—decided Feb. 22, 1911, some of 
the carriers introduced evidence of seemingly extrava- 
gant valuations and urged the Commission, although an 
entire scheme or schedule of freight rates was not in- 
volved, to accept said seemingly extravagant valuations 
as a basis of rate making. The Commission declined to 
act on such suggestion, and said, among other things 
(20 I. C. C. R., 305): 


may 
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“This Commission has several times urged Congress 
to authorize a reproductive valuation of those railroads, 
subject to federal jurisdiction. It is reported that cer- 
tain railroad companies are making such valuations them- 
selves, and the results may at any time be urged upon 
this Commission and the courts as a justification for 
higher rates. The interest of the public ought not to 
depend upon a valuation made entirely by the owners of 
these properties, no matter how honestly the work may 
be prosecuted.” 

In the Advance in Rates Case, Docket No. 3400, the 
Commission said, among other things (20 L C. Cc. R., 
256), as follows: 

“In order to decide the issue presented we must 
have a general notion of the value of the properties of 
these defendants and must form an idea of the elements 
which should properly enter into the determination of 
that value.” 

On March 1, 1913, President Taft approved Adamson 
House Bill 22593, which provided for an official ascer- 
tainment of the value of property devoted to the public 
use by common carriers, a measure which had been so 
frequently asked for by the Commission. The question 
of a general uniform horizontal advance of the entire 
scheme or schedule or fabric of freight rates in Official 
Classification territory cannot be determined without such 
To grant, at the present time, a general ad- 
the entire schedule or scheme or fabric of 
freight rates in said territory will defeat the purpose 
of the Adamson Physical Valuation Act. A person is 
presumed to intend the natural consequences of his own 
act, and it can well be presumed that the intention of 
the common carriers in seeking a general advance of 
the entire schedule or scheme or fabric of freight rates 
in Official Classification territory at this time is for the 
purpose of evading and escaping the obvious intent and 
purpose of the Adamson Physical Valuation Act. 


lll. WATER CARRIERS CONTROLLED BY RAIL 
CARRIERS. 
(a) Facts. 

At one time the package freighters were independent 
and in competition with the rail carriers. To suppress 
this competition, the earriers have secured control 
of the water carriers. illustrated by the lake 
situation as follows: 

The Pennsylvania Railroad Co. controls the Erie & 
Western Transportation, commonly known as the Anchor 
Line. 

The New York Central & Hudson River Railroad Co. 
controls the Western Transit Co. and also owns a one- 
fourth interest in the Mutual Transit Co. 

The Erie Railroad Co. controls the Union Steamboat 
Line and also owns a one-fourth interest in the Mutual 
Transit Co. 


valuation. 
vance of 


rail 
This is 


(b) Lake-and-Rail Rates. 


Since the carriers have obtained control of the pack- 
age freighters there has been a constant diminution of the 
normal and natural differential between all-rail on the 
one hand, and lake-and-rail and rail-lake-and-rail rates on 
the other hand. 

(c) Evasion of the Panama Canal Act of Aug. 24, 1912. 

On Aug. 24, 1912, President Taft approved the Pan- 
ama Canal Act. The title to this act is misleading, be- 
cause it covers many other subjects in addition to the 
Panama Canal. It provides, on and after July 1, 1914, 
for a divorcement of the water lines and the rail lines 
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so that they might compete as they did before the rail 
lines acquired the water lines. It is very evident the 
desire of the rail carriers to secure a uniform advance 
in lake-andyail and rail-lake-and-rail rates before the 
divorcement takes place, because it probably will be im- 
possible so to do after such divorcement. 


iV. CARRIERS USING REVENUE TO BUY UP STOCK 
IN COMPETING LINES IN VIOLATION OF SHER- 
MAN ANTI-TRUST ACT. 


(a) Preliminary. 


The carriers have issued bonds and thereby increased 
their fixed charges and issued stock and thereby increased 
the investment on which dividends are claimed by stock- 
holders and used the proceeds, together with surplus 
accumulated from excessive freight rates, to purchase the 
securities of and thereby to obtain control over com- 
peting carriers and thereby stifle free competition in 
rates and in character of service rendered and accommo- 
dations afforded in violation of the Sherman Anti-Trust 
Law. The remedy for the carriers is to voluntarily dis- 
pose of these securities held in violation of law and not 
be compelled to relinquish them by proceedings under 
the-Sherman Anti-Trust Law and, after disposing of them, 
devote the proceeds to legitimate transportation functions. 


(b) Competitive Carriers. 

Without covering the whole field, we will give a few 
illustrations. Before acquiring the stock hereinafter 
referred to, the Pennsylvania lines were in active com- 
petition with the Baltimore & Ohio system, and the 
Pennsylvania lines and the Baltimore & Ohio system were 
in active competition with the Torfolk & Western system. 


(c) The Pennsylvania Lines and the Baltimore & Ohio 
System. 


On June 30, 1912, the Baltimore & Ohio system had 
outstanding stock as follows: 

Common stock, $152,246,987.76. 

Preferred stock, $59,989,246.50. 

On Dec. 31, 1912, the Pennsylvania Railroad Co. held 
Baltimore & Ohio stock as follows: 

Preferred stock—142,736 shares—par value, $14,273,600. 

Common stock—57,250 shares—par value, $5,725,000. 

On Dec. 31, 1912, Pennsylvania Co. held Baltimore & 
Ohio stock as follows: 

Preferred stock—50,000 shares—par value, $5,000,000. 

Common stock—134,512 shares—par value, $13,451,200. 

It therefore follows that on Dec. 31, 1912, the Penn- 
sylvania lines held the following stock of the Baltimore 
& Ohio Railroad as follows: 

Preferred stock—192,736 shares—par value, $19,273,600. 

Common stock—191,762 shares—par value, $19,176,200. 

This is exclusive of the Baltimore & Ohio stock held 
by persons, stockholders, directors, members of the ex- 


ecutive committee and officers in common to the Penn- — 


sylvania lines and the Baltimore & Ohio system. 

The following are directors in common to the Penn- 
sylvania lines and the Baltimore & Ohio systems: 

Samuel Rea, president and director of the Pennsyl- 
vania Railroad Co., and a director of the Baltimore & 
Ohio Railroad Co.; 

Joseph Wood, director of the Pennsylvania Railroad 
Co., and a director of the Baltimore & Ohio Railroad Co.; 
and 

John P. Green, director of the P. C. C. St. L. Railway 
Co., and a director of the Baltimore & Ohio Railroad Co. 
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(d) Pennsylvania Lines and Norfolk & Western System. 

On June 30, 1912, the Norfolk & Western Railway 
Co. had outstanding stock as follows: 

Common stock, $85,653,000. 

Adjustment preferred stock, $23,000,000. 

On Dec. 31, 1912, the Pennsylvania Railroad Co. held 
Norfolk & Western Co. stock as follows: 

Common stock—372,729 shares—par value, $37,272,000. 

Adjustment preferred stock—58,200 shares, par value, 
$5,820,000. 

On Dec. 31, 1912, the Pennsylvania Co. held Norfolk 
& Western stock as follows: 

Common stock—372,729 shares—par value, $37,272,900. 

Adjustment preferred stock—50,000 shares—par value, 
$5,000,000. 

It therefore follows that on Dec. 31, 1912, the Penn- 
sylvania lines held stock of the Norfolk & Western Rail- 
way Co. as follows: 

Common stock—404,629 shares—par value, $40,462,900. 

Adjustment preferred stock—108,200 shares—par value, 
$10,820,000. 

This is exclusive of Norfolk & Western Railroad Co. 
stock held by persons, stockholders, directors members 
of the executive committee and officers of the Pennsyl- 
vania lines. 

The following are directors in common to the Penn- 
sylvania lines and the Norfolk & Western Railroad Co.: 

Samuel Rea, president and director of the Pennsyl- 
vania Railroad Co., and a director of the Norfolk & West- 
ern Railway Co.; 

Joseph Wood, director of the Pennsylvania Railroad 
Co., and a director of the Norfolk & Western Railway Co.; 

H. C. Frick, director of the Pennsylvania Railroad 
Co., and a director of the Norfolk & Western Railway Co.; 

W. W. Atterbury, vice-president and director of the 
Pennsylvania Co., and a director of the Norfolk & West- 
ern Railway Co., and 

John P. Green, director of the Pittsburgh, Cincinnati, 
Chicago & St. Louis Railway Co., and a director of the 
Norfolk & Western Railway Co. 


(e) Avowed Purpose of the Pennsylvania Lines. 

In 1899 the president of the Pennsylvania Railroad 
Co., in the fifty-third annual report to the stockholders, at 
page 19, said: 

“The problems involved in dealing with traffic ques- 
tions covering so vast a territory, and affecting so many 
diversified interests, are troublesome and intricate, but 
they are not incapable of solution, and it is believed 
that by earnest and united effort the difficulties in the 
way may be met and overcome. With this end in view 
and to establish closer relations between the managers 
of the trunk lines, it has seemed wise to your board to 
acquire an interest in some of the railways reaching the 
seaboard, and to unite with the other shareholders who 
contro] those properties in supporting a conservative 
policy.” 

What was said by Commissioner Lane on May 6, 
1912, in the Bituminous Coal Case, 23 I. C. C. Rep., 385, at 
pages 386-7, is illuminating. 

(f) Other Securities. 

There are millions of dollars’ worth of other securi- 
ties held by carriers in Official Classification territory 
for purposes other than merely controlling connecting 
carriers for through traffic. Many of these securities 
were acquired for the purpose of preventing free com- 
petition in rates and free competition in character of 
service and accommodations afforded. These can and 
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should be disposed of by the carriers and the proceeds 
devoted to legitimate transportation functions. 
(g) Precedent 

The law governing the case of one carrier acquiring 
a substantial portion of the stock of a competing line 
with the intent and purpose avowed by the president of 
the Pennsylvania Railroad Co. above quoted, was ex- 
pounded by the Supreme Court of the United States, Dec. 
2, 1912, and Jan. 6, 1913, in the case of United States vs. 
Union Pacific Railroad Co., 226 U. S., 61 and 470. 

(h) Other Instances, 

Other instances of cases coming within the principle 
laid down by the Supreme Court of the United States in 
the foregoing precedent are as follows: 

The Pennsylvania lines between Pittsburgh and Chi- 
cago, to wit: 

The Pittsburgh, Fort Wayne & Chicago line and its 
parallel line, the Pitsburgh, Cincinnati, Chicago & St. 
Louis. 

The New 
Buffalo, to wit: 

The Michigan Central, and its parallel line, the Lake 
Shore & Michigan Southern Railway, and their parallel 
line, the New York, Chicago & St. Louis Railroad, com- 
monly known as the Nickel Plate. 

V. ECONOMIC WASTE IN PASSENGER SERVICE. 
(a) Facts. 


board of 
stockholders for the 


York Central lines, between Chicago and 


The annual reports of the directors of the 


Pennsylvania Railroad Co. to its 


calendar 1911 and 1912, disclose results of opera: 


tion as follows: 


years 


Revenue 
Passenge! 
Train Train 

Mileage Mileage 

1911. 1911. 

Eastern Pennsylvania Division . 11,805,761 9,231,718 
Western Pennsylvania Division 6,699,665 », 484,368 
New Jersey Division Schuh ds Seco h 60.06 5. ae 8,996,971 
Erie Division ‘ 3,277, ? 1.927.871 
Buffalo and Allegheny Valley 


Revenue 
Freight 


3,570, 


Division. . 


2,216,101 


Total all lines directly operated. 28,944,97 27,857,029 
Revenue 
Passenger 
Train 
Mileage 
1912. 
12,734,195 9,295,916 
7,882,765 5,581,375 
3.911.641 9,255,799 
3,649,519 1,920,019 
3,936,185 2,227,934 


Revenue 
Freight 
Train 
M ileage 
1912. 
Division 
Division 


Eastern Pennsylvania 
Western Pennsylvania 
New Jersey Division 
Erie Division aes 
Buffalo and Allegheny Valley Division 


Total all 32,114,305 28, 381,043 

The 
embraces the 
Altoona, Pa., and numerous branches. 
1,337 miles; 1912, 1,341 miles. 

The Western division of the Pennsylvania Railroad 
embraces the main line between Altoona, Pa., and Pitts: 
burgh, Pa., and numerous branches. Mileage in 1911, 
712 miles; in 1912, 714 miles. 

The New Jersey division of the Pennsylvania Railroad 
between Philadelphia, Pa., and 
Mileage, 533 


operated 

of the 
between Philadelphia, 
Mileage 


lines directly 
Railroad 
Pa., and 
in 1911, 


astern division Pennsylvania 


main line 


line 
numerous branches. 


embraces the main 
New York City, and 
miles in 1911, and 533 miles in 1912. 

The Erie division of the Pennsylvania Railroad 
embraces the main line from Sunbury, Pa., to Erie, Pa., 
and numerous branches. Mileage in 1911, 643 miles; in 
1912, 643 miles. 

The Buffalo-Allegheny division of the Pennsylvania 
Railroad in 1911 embraced 788 miles, and in 1912, 788 
miles. 

These five divisions of the Pennsylvania Railroad Co. 
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embrace a total mileage for the year 1911 of 4,018 miles, 
and 1912, 4,025 miles. 

In a matter involving an increase in an entire sched 
ule or scheme of rates on freight traffic, it is pertinent 
to consider the use of an entire railway plant and contrast 
the passenger traffic with the freight traffic, for the pur- 
pose of determining whether there is economic waste in 
handling either class of traffic. 

It will be observed that in the year 1911 there were 
27,£57,029 revenue passenger train miles, as against 28,- 
9443978 freight train miles. That is, in treating these five 
divisions of the Pennsylvania lines east of Pittsburgh 
and east of Erie as a single plant, said plant was utilized 
about equally between freight train traffic and passenger 
train traffic measured by revenue train miles. It will be 
observed that on the New Jersey division there were 
practically 2% many revenue passenger train 
miles as revenue freight train That is, that part 
of the Pennsylvania Railroad plant embraced in 
its New Jersey division durig the year 1911 was utilized 
train contrasted with freight 
train service, in the ratio of approximately 2% to 1. 


times as 
miles. 
Co.’s 
for passenger service as 

During the year 1912 there was a somewhat greater 
utilization of the Pennsylvania Railroad Co.’s plant east 
of Erie east of Pittsburgh for freight train service 
than for passenger train service as compared with the 
year 1911. 

[The tables showing in detail the figures from which 
the following abstract is made are omitted.—Editor.] 

The net revenue per miles of the 
Eastern Pennsylvania division for the year 1911 was but 
6.2 cents, as compared with a net 
freight train mile. On the 


asd 


passenger train 


revenue of $1.393 per 
Western Pennsylvania divi- 


sion there was an actual loss of 7.9 cents per passenger 
train mile as compared with a net revenue of $1.311 per 
freight train mile. In other words, on that part of the 
Pennsylvania Co.’s plant lying Pittsburgh and 
Altoona, Pa., including branches, and embracing 713 miles, 
the passenger train failed to operating ex- 
penses and taxes by 7.9 cents per passenger train mile. 


This means that during the year 1911 the passenger train 


between 


service pay 


service on the Western Pennsylvania division of the Penn- 
sylvania Railroad (between Pittsburgh and Altoona, Pa., 
including branches) did not contribute anything toward 
either the funded debt or dividends on the capital stock, 
and failed to meet operating expenses and taxes by 7.9 
cents per passenger train mile. The loss on the passen- 
ger train service became a burden upon the revenues of 
the freight train service. 

There was also a loss of 5.5 cents per passenger train 
mile on the Erie division, and a loss of 13.6 cents per 
passenger train mile on the Buffalo and Allegheny Valley 
division. 

The Eastern Pennsylvania division and the New Jersey 
division were the only two divisions on which there was 
any net revenue per train mile for the year 
1911. 

The total net revenue per passenger train mile of 
all the lines directly operated by the Pennsylvania Rail- 
road Co. east of Pittsburgh and Erie, embracing 4,018 
miles, for the year 1911, was but 2.7 cents per passenger 
train mile, as compared with a net revenue of $1.214 per 
freight train mile. : 

Predicated upon the factor of revenue train miles, 
it is manifest that the passenger train service of the 
Pennsylvania Railroad Co. on its directly operated lines 


east of Pittsburgh and Erie, contributed but a very small 
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amount to funded debt and nothing at all for dividends 
on capital stock. During the year 1911 practically the 
entire burden of the fixed charge of interest on funded 
debt and return on capital stock was borne by revenue 
from freight train service. 

In the year 1912 the net revenue per passenger train 
mile of the New Jersey division, with its vast passenger 
traffic, was but 4.3 cents. The net revenue per passenger 
train mile of the Pennsylvania Railroad Co.’s lines east 
of Pittsburgh and Erie, embracing 4,025 miles, during 
the.year 1912, was but 2.8 cents, as compared with $1.187 
per_freight train mile. 

Upon the factor of revenue train miles, it is manifest 
thag. the passenger train service of the Pennsylvania 
naljou Co. for the year 1912 contributed a compara- 
tively small amount to funded debt and nothing for divi- 
dends on the capital stock, leaving the revenue from 
freight train service to practically stand the entire bur- 
den of the fixed charge of interest on funded debt and 
dividends on capital stock. 

(b) Unnecessary Duplication of Passenger Train Service. 

It is apparent from close observation that the railway 
systems in Official Classification territory in their intense 
rivalry for passenger traffic are unnecessarily duplicating 
passenger train service. The results to the Pennsylvania 
Railroad Co. of unnecessarily duplicating passenger train 
service in rivalry with its competitors is depicted herein. 

While other trunk lines competing with the Penn- 
sylvania Railroad do not in their -annual reports give 
information similar to that given herein, it is fair to 
assume that the passenger service train mile revenue 
of its principal competitors do not return any greater, 
net revenue to its competitors than it receives, especially 
such of its competitors as also engage in unnecessarily 
duplicating passenger train service. 

(c) The Remedy. 

That the railroads are public highways was well 
stated March 31, 1873, by the Supreme Court of the 
United States in Olcott vs. Supervisors of Fond du Lac 
County, 16 Wallace, 678, wherein Mr. Justice Strong said: 

“That railroads, though constructed by private cor- 
porations and owned by them, are public highways, has 
been the doctrine of nearly all the courts ever since 
such conveniences for passenger and freight transporte: 
tion have had any existence.” 

Before the passage of the Hepburn Act, June 29, 
1906, the carriers in their freight traffic, while osten- 
sibly charging what the printed tariffs specified, in fact 
returned large parts of their revenues to shippers in the 
form of secret rebates. The carriers seemed to have 
been unable to save themselves from themselves. The 
Hpburn Act saved the carriers from this reckless method 
of doing business. It is up to the carriers to volun- 
tarily stop the frightful economic waste in their pas- 
senger business by the needless duplication of passenger 
train service between competing points. If the carriers 
do not do so voluntarily, or if they feel helpless so to 
do (as they seem to have been helpless so to do in 
freight traffic before the Hepburn Act of June 29, 1906), 
Congress should step in and amend the Interstate Com- 
merce Act and give the Interstate Commerce Commission 
power to regulate the passenger service and thus effect- 
ually save the carriers from themselves. 

These public highways must not be so operated by 
their private owners that one branch of the service is 
so recklessly conducted as to impose unjust and unrea- 
conable transportation taxes on the other. 
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Vi. THE MATTERS INVOLVE NO ACADEMIC DIS- 
CUSSION, BUT AN ENORMOUS ADDITIONAL 
TRANSPORTATION TAX OF NEARLY FIFTY 
MILLIONS ($50,000,000) DOLLARS A YEAR AT 
PRESENT AND AN EVER-INCREASING AMOUNT 
FOR ALL YEARS TO COME ON TRAFFIC ALL- 
RAIL AND LAKE-AND-RAIL AND RAIL-LAKE- 
AND-RAIL ORIGINATING IN AND DESTINED TO 
ABOUT FIFTEEN (15%) PER CENT OF THE 
AREA OF THE UNITED STATES. 


As above stated, the matters involved in the so- 
called and misnamed petition for a rehearing are not 
academic, but intensely practical, and should be dis- 
posed of according to law after due legal noticé given 
to every shipper by the actual filing of tariffs, as re 
quired by law. Some of the issues involved are shown 
in the “Study of Railway Growth and Railway Earn- 
ings,’ compiled by E. E. Williamson, dated May 13, 
1913. The address of Julius Kruttschnitt on “Efficiency 
of Public Service of the Railways,” delivered April 26, 
1911, before the Graduate School of Business Administra- 
tion of Harvard University, furnishes food for thought. 


What Mr. Daniel Willard, president of the Baltimore 
& Ohio Railroad, said at page seven (7) to his stock- 
holders in his annual report for the year ending June 30, 
1912, will startle all who will take the pains to read it. 


Vil. IN CONCLUSION. 


Nobody will be able to ascertain from the petition 
for a rehearing just what the carriers propose to do, 
because, coupled with the purpose to increase all freight 
rates, class and commodity on the basis of 5 per cent, 
with reasonable minima per 100 pounds and per ton, is 
coupled the statement that this is to be done ‘subject 
to such modifications as may be required to preserve 
necessary differential relations.” Nothing is said as to 
what is to be done about sugar, constituting, as it does, 
a large percentage of the movement from the seaboard 
to the West; nothing is said as to what is to be done 
with the two-year orders in effect; nothing is said as to 
what can be done with the intrastate rates. 


The Railway Business Association issued a circular 
on Aug. 15, 1912, requesting shippers and receivers of 
freight to read the declaration printed on the enclosed 
ecard, and if they approved the same to mail it at once 
to that association. In that circular the following state- 
ment is contained: 


“The considerations urged have no bearing on any 
general advance in freight rates. We are not aware 
that any such advance is under consideration.” 


The Interstate Commerce Commission must decide 
this case on the facts in accordance with law. It is 
reported in the public press that numerous letters have 
been sent to the Commission: A similar policy of letter 
writing was pursued in the hearing of Case Docket No. 
3400. That method of procedure was condemned by the 
Commission, which used the following language (20 I. 
Cc. Cc. R.; at p. 249): 

“Since the beginning of this proceeding great num- 
bers of letters and petitions have been presented from 
individuals, organizations and committees representing 
various interests, some urging that these advances be 
sanctioned, and others protesting against them. It seems 
to be the popular impression that this is in some sense 
a political question, which may properly be disposed of 
in accordance with the wishes of the majority.” 
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CONFERENCE ON VALUATION 





THE TRAFFIC SERVICE NEWS BURBAL 
Colorado Building, Washington, D. C. 

The Commission has given out the following state- 
ment as to the conference on valuation: 

The law which requires the Commission to ascertain 
the valuation of the properties of carriers subject to the 
Act to regulate commerce also requires those carriers 
to co-operate with the Commission in ascertaining such 
values. Pursuant to that requirement the railroads have 
appointed a committee representing the railroads in the 
southern, eastern and western territories and now au- 
thorized to speak for roads which operate 80 per cent 
of the railroad mileage and 90 per cent of the earnings 
of roads having annual gross earnings of one million dol- 
lars or more. An informal conference was held May 27 
between the Commission and this committee representing 
the railroads for a preliminary discussion of general ques- 
tions which naturally present themselves and in paving 
the way for that co-operation which the law requires. 
There was a general exchange of tentative views, but no 
determination as to any particular points. A cordial spirit 
of co-operative disposition was manifested by the repre- 
sentatives of the roads, and no doubt numberless contro- 
versies that would otherwise arise and needless duplica- 
tion of work will be avoided, and expedition and economy 
in the work will be secured, by such co-operation in the 
prosecution of the physical work involved. 

At a meeting with the Interstate Commerce Commis- 
sion, held here on May 27, Samuel Rea, president of the 
Pennsylvania Railroad Co., said: 

“We are here in accordance with the provision of the 
federal valuation act of March 1, 1913, which provides 
that the railroad companies shall co-operate with the 
Interstate Commerce Commission in the valuation of the 
railroads. Realizing that duty, the presidents of 55 rail- 
road companies, representing about 80 per cent of the 
whole mileage, at a meeting on April 24 last adopted 
the following resolution: 

“Resolved, That a committee, to be hereinafter 
named, is hereby appointed to act in an advisory capacity 
on behalf of the railroad companies subscribing hereto, 
with a view to promoting co-operation with the Interstate 
Commerce Commission, in the matter of the valuation 
of railroads under the act of Congress approved March 
1, 1913, for federal railway valuation, with power to formu- 
late plans, forms and methods which might be deemed 
proper from the standpoint of the railroads, and with 
power to employ such experts and assistants, and to se- 
cure such data and information as in their judgment is 
proper.’ 

“The following committee of eighteen was duly ap- 
pointed and organized in accordance with said resolution: 


Samuel Rea, General Chairman. 


“Eastern group: L. F. Loree, chairman: Samuel Rea: 
W. C. Brown; Daniel Willard; F. D. Underwood: Geo. F. 
Baer; Frank Trumbull. 


“Western group: Hale Holden, chairman; J. Krutt- 
schnitt; B. L. Winchell; Wm. A. Gardner; W. B. Storey, 
Jr.; B. F. Bush; H. U. Mudge. 

“Southern group: W. W. Finley, chairman; T. M. 
Emerson; W. J. Harahan; L. E. Johnson. 

“Thomas W. Hulme, general secretary. 

“The railroad companies are, therefore, prepared to 
co-operate: with the Commission in this important work. 
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“We realize that in an undertaking of this magnitude 
many known problems confront us and that others will 
arise as we progress that will be difficult of solution, but 
we believe that the steps we have taken to co-operate 
with the Commission in securing a fair and impartial 
valuation of the railroads is an earnest of our intention 
in this regard. 

“The enormous amount of detail will require that 
each railroad company shall have a committee of its own 
officers, devoting their time to the work, but it is hoped 
that the organization we have effected will make easier 
the exchange of views and facilitate co-operation between 
the Commission and the railroads. 

“On behalf of the committee, I desire to thank the 
Commission for this opportunity at the inception of this 
great work of conferring with them upon the subject.” 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C 
By an order entered May 22, in lL & S. Docket No. 


223, the Commission suspended until June 23 the opera 
tion of certain schedules in supplement No. 6 to St. Louis 
Southwestern Railway Co, tariff I. C. C. No. 2797, which 
were to have become effective May 24. 

The suspended schedules proposed to advance by 
about 9 cents per 100 pounds the rates applicable to ship- 
ments of lumber and articles taking lumber rates, in 
carloads, from points located on the St. Louis South- 
western Railway in the states of Arkansas, Louisiana and 
Texas to points in Missouri located on the Atchison, To- 
peka & Santa Fe Railway. For example, the present rate 
from Shreveport, La., to Dumas, Mo., is 26 cents per 
100 pounds, and the proposed rate is 35 cents per 100 
pounds. 

By an order previously entered in the same docket 
advances in rates from points in the same territory to 
Oklahoma and Missouri points were suspended until same 
date. 


By an order entered May 12, in I & §S. Docket No. 
252, the Commission suspended until August 16 the op 
eration of certain schedules in the following tariffs which 
were to have become effective as indicated: 

W. H. Hosmer, agent, supplement No. 17 to I. C. C. 
No. A-347, effective June 1. 

Supplement No. 6 to I. C. C. No. A-356, effective June 1. 

F. A. Leland, agent, supplement No. 15 to I. C. C. 
No. 930, effective June 10. 

Supplement No. 17 to I. C. C. No. 936, effective May 
30. 

Supplement No. 23 to I. C. C. No. 946, effective June 7. 

Supplement No. 14 to I. C. C. No. 947, effective June 7. 

Supplement No. 11 to I. C. C. No. 957, effective June 7. 

Supplement No. 10 to I. C. C. No. 966, effective June 7. 

Supplement No. 5 to I. C. C. No. 980, effective June 10. 

Supplement No. 3 to I. C. C. No. 986, effective June 10. 

I. C. C. No. 989, effective June 7. 

Eugene Morris, agent, supplement No. 23 to I. C. C. 
No. 355, effective June 7. 

Supplement No. 11 to I. C. C. No. 363, effective June 7. 

It was proposed by the suspended schedules to cancel 
through joint class and commodity rates now in. effect 
from and to stations located on the Kansas City & Mem- 
phis Railway and points located on or reached via the 
St. Louis & San Francisco Railroad, providing that on 
and after the effective dates above indicated combination 
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rates would apply. This would have resulted in material © 


advances in rates. Tariffs proposing to make similar 
cancelations were suspended by orders previously entered 
in same docket. 





By an order entered May 22, in I. & S. Docket No. 
267, the Commission suspended from May 24 until Sep- 
tember 20 the operation of note B of item No. 1572b 
of agent F. A, Leland’s supplement No. 14 to I. C. C. 
No. 956 and agent W. A. Poteet’s supplement No. 14 to 
I. C. C. No. 294. 

The effect of the suspended note would be to in- 
crease from 1 to 6 cents per 100 pounds rates applicable 
to the transportation of potatoes and vegetables, in car- 
loads, from points in Texas, Louisiana and Arkansas to 
Denver, Colo., and points taking Denver rates. For ex- 
ample, the present rate from Texas common points, in- 
cluding Dallas and Fort Worth, to Denver is 52 cents and 
the proposed rate 58 cents per 100 pounds. 





By an order entered April 22, in I. & S. Docket No. 
216, the Interstate Commerce Commission suspended 
from June 1 until December 1 the operation of a schedule 
contained in Agent W. H. Hosmer’s tariff, Supplement 
No. 5 to I. C. C. No. A-319. 

By the suspended schedule it was proposed to can- 
cel joint rates on salt from Milwaukee, Wis., to points 
on the Wabash Railroad west of the Mississippi River. 
As to most points this would result in an advance of 
3% cents per 100 pounds. The operation of said sched- 
ule had been previously suspended from February 1 
until June 1 by an order entered in the same docket. 





By an order entered April 22, in I. & S. Docket No. 
217, the Commission suspended from May 31 until No- 
vember 29 the operation of the following tariffs: 

The Baltimore & Ohio Railroad Co. I. C. C. No. 
11259. ; 

The Baltimore & Ohio Southwestern Railroad Co 
I. C. C, No. 6905. 

Chicago, Indiana & Southern Railroad. I. C. C. No. 
1592. 

The Cleveland Short Line Railway Co. Supplement 
No. 7 to C. S. L. Ry. L. C. C. No. 7; Supplement No. 8 
to C. S. L. Ry. I. C. C. No 7. 

Detroit, Toledo & Ironton Railway. I. C. C. No. 
D-483, 

The Dunkirk, Allegheny Valley & Pittsburgh Railroad 
Co. Supplement No. 7 to D. A. V. & P. I. C. GC. No. 733; 
Supplement No. 8 to D. A. V. & P. I. C. C. No. 733. 

Erie Railroad Co. I. C. C. Lines West No. A-4718; 
I. C. C. Lines East No. 10257. 

Grand Trunk Railway System. G. T. L. W. I. C. C. 
No, A-1502., 

The Hocking Valley Railway Co. I. C. C. No. 1532. 

Lake Erie & Western Railroad Co.; Ft. Wayne, Cin- 
cinnati & Louisville Railroad; Northern Ohio Railway. 
I. C. C. No, 2356. 

The Lake Shore & Michigan Southern Ry. Co. Sup- 
plement No. 7 to L. S. & M. S. I. C. C. No. A-2870; Sup- 
plement No. 8 to L. S. & M. S. I. C. C. No. A-2870; 
Supplement No. 8 to L. S. & M. S. I. C. C. No. Y-319. 

Michigan Central Railroad Co. Supplement No. 7 to 
I. C. C, No. 4234. 

The New York, Chicago & St. Louis Railroad Co. 
I. C. C. No. 3305; I. C. C. No. 3308. 

Pennsylvania Lines West of Pittsburgh; Pennsyl- 
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vania Co.; the Pittsburgh, Cincinnati, Chicago & St. 
Louis Ry. Co. I. C, C. No. F-430. 

Pere Marquette Railroad. I. C. C. No. 3035. 

The Pittsburgh & Lake Erie Railroad Co. Il. C. C. 
No. 1484. 

The Pittsburgh, Cincinnati, Chicago & St. Louis Ry. 
Co. Supplement No, 5 to I. C. C. P-345. 

The Toledo & Ohio Central Ry. Co. I. C. C. No. 
2037. 

Toledo, St. Louis & Western Railroad Co. Supple- 
ment No. 1 to I. C. C. No. A-534. 

Vandalia Railroad Co. I. C. C. No. 2625. 

The Wabash Railroad. Supplement No. 5 to L. Ce: 
No. 3101. 

These tariffs publish new storage charges for the 
transportation of dangerous articles other than explo- 
sives, including such commodities as petroleum and 
petroleum products. Under the suspended tariffs the 
commodities mentioned, if not removed from railroad 
premises within twenty-four hours after date of arrival, 
would be subject to a storage charge of 10 cents per 100 
pounds for the second twenty-four hours after arrival, 
and to a storage charge of 20 cents per 100 pounds for 
each twenty-four-hour period thereafter until removed 
from railroad premises. The operation of the tariffs in 
question had been previously suspended for a period of 
120 days from February 1 by an order entered in the 
same docket. 


CINCINNATI TRAFFIC BRANCH 


The postponed regular monthly meeting of the Traffic 
Branch of the Cincinnati Chamber of Commerce was held 
at the Business Men’s Club, Monday evening, May 26, 
preceded by an informal supper. 

The principal speakers of the evening were Com- 
missioner O. P. Gothlin of the Ohio Public Service Com- 
mission, Columbus, O., and C. R. Houston, president and 
general manager of the Houston, Stanwood & Gamble Co., 
engine and boiler builders, Covington, Ky. 

Mr. Gothlin’s address on the subject of “The Duty 
of the Commercial Traffic Manager” is published sep- 
arately in this issue. Following Mr. Gothlin’s address, the 
members were invited to discuss any of the points touched 
upon. This was taken advantage of by the members, and 
quite a number of interesting questions were taken up 
and discussed at length. 

Mr. Houston made a very interesting and instructive 
address on the subject, “The Relation of the Railroad to 
the Manufacturer,” in which he declared for a fair deal 
for all shippers, stating that railroads must be taken into 
partnership and co-operated with, yet the shippers must 
in all cases stand up for their rights where rates and 
regulations are unreasonable and discriminatory. 

Reports were received from the demurrage committee 
and package car efficiency committee. 

Traffic Manager Guy M. Freer, of the Chamber of 
Commerce, reported in detail the action taken by the 
National Industrial Traffic League at its meeting in Buf- 
falo, May 23 and 24, on some 14 or 15 subjects in which 
the members of the Traffic Branch were interested. 

Brief addresses were also made by James L. Roney, 
general traffic manager of the American Rolling Mill Co., 
Middletown, O., and R. M. Robinson, traffic manager of 
the Dayton, O., Chamber of Commerce. 

Mention was made of the request of 52 railroads in 
Central Freight Association and Trunk Line territories 
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for permission to advance all class and commodity rates 
5 per cent, and of the recent action of committees com- 
posed of railroad traffic officials who have been holding 
informal conferences with large shippers and officers of 
trade organizations in various cities for the purpose of 
securing, if possible, recommendations or resolutions fa- 
voring the advance or, failing that, a tacit agreement 
not to oppose the increase before the Interstate Com- 
merce Commission in case that body decides to grant 
the carriers a hearing. Attention was called to the fact 
that the increase in the former rate case under which 
it was proposed to make advances of 10 to 15 or 20 per 
cent in class rates was estimated at about $27,000,000, 
while on a basis of 5 per cent on all classes and com- 
modities the increase would amount to about $50,000,000. 

No action was taken, but it was suggested to the 
membership that as the question was a large one and 
one on which they would probably be asked tc pass 
at some future date it would be wise for the members 
to think it over carefully and, after posting themselves 
as to their individual interests, to discuss the question 
with their principals in order that they might be able 
to speak authoritively for their firms at some future 
meeting. 


KRON SCALES O. K. AFTER OHIO FLOOD 


A novel test of the ability of American Kron Scales 
to stand the severest conditions without permanent in- 
jury of their mechanical efficiency was _ successfully 
undergone by the installation in the Central Avenue 
freight house of the Big Four at Cincinnati. These were 
submerged during a part of the high-water trouble in 
Ohio, and immediately afterwards were repaired and 
cleaned by one of the scale men sent out by the Spencer- 
Otis Co., Chicago, After the work had been done G. P. Smith. 
chief engineer of the Big Four, reported that they were 
in first-class condition and giving satisfactory service, 
and the agent also stated that they were giving as good 
satisfaction as formerly. 

The Spencer-Otis Co., in addition to its steady rail- 
road business, has recently added several large concerns 
to the number of industrial corporations in the West 
who are using the “springless, automatic’ Kron Scale, 
which one simply has to “load and look at dial.” 








INDICTED FOR REBATING. 


A federal grand jury in East St. Louis, Mo., on May 
16 returned indictments charging rebating and discrimi- 
nation in 63 counts against four railroads and a coal 
company. The roads in question were the Vandalia, 
Cc. Cc. C. & St. L., C. I. & S, and G. T., and the other 
company is the O’Gara Coal Co. Seven counts in the 
indictments jointly charge the “Big Four,’ Chicago, In- 
diana & Southern and the Grand Trunk with conspiracy 
with the O’Gara Coal Co. to violate the Elkins act of 
1903. The penalty under the Elkins law in case of con- 
viction is a minimum of $1,000 on each count and a 
maximum of $20,000 on each count. In the conspiracy 
charge there is no minimum, and the companies may be 
fined $10,000 on each of the seven counts. 





GRANTS LEAVE TO INTERVENE. 

The Commission has given leave to intervcue in No. 
5364 (The Kansas City Millers’ Club et al. vs. the Kansas 
City Southern et al.) to the Wichita Business Association, 
Wichita Board of Trade and the Southwestern Millers’ 
League. 
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PERSONAL | 


William P, Kennedy, consulting transportation engi- 
neer, has moved his office to 1790 Broadway, New York. 
Mr. Kennedy is consulting engineer for two of the larg 
est motor truck manufacturers, and for numerous firms 
whose short-haul transportation problems are héavy and 
complicated. His pioneer work in this field has been 
the foundation of numerous economies put into effect by 
his clients, 





Effective June 1, E. D. Jordan is appointed general 
passenger agent of the Baltimore Steam Packet Co., 
with office at 500 Light street, Baltimore, vice George Z. 
Phillips, resigned to accept service elsewhere. 

W. B. Patterson has been appointed assistant auditor 
Chicago, Indianapolis & Louisville, and W. E. Lawson 
appointed freight claim agent, vice D. C. McNiff, trans 
ferred to other duties. Effective June 1, 1913. 

C. E. Perkins has been appointed assistant general 
traffic manager of the Missouri Pacific and St. Louis, 
Iron Mountain & Southern, with office at St. Louis, Mo. 

E. H. Calef has been appointed general freight agent 
of the St. Louis, Iron Mountain & Southern, with office 
at St. Louis, Mo., vice C. E. Perkins, promoted. 


A. T. Stewart has been appointed general freight 
agent of the Missouri Pacific Railway, with office at Kan- 
sas City, Mo., vice K. M. Wharry, resigned. 

W. I. Jones has been appointed assistant general 
freight agent of the Missouri Pacific and St. Louis, Iron 
Mountain & Southern, in charge of solicitation, outside 
agencies and interchange with connecting lines, vice J. B. 
Trimble, assigned to other duties. 

Effective June 1, H. C. Bush is appointed traffic 
manager the Idaho & Washington Northern Railroad, 
with offices at 705 Sprague avenue, Spokane, Wash. 

Jno. S. Hickey is appointed soliciting agent of Cen- 
tral of Georgia, at Chicago, effective May 15, vice Geo. 
B. McGill, resigned. 

Geo. P. Clark Co. of Windsor Locks, Conn., has issued 
a new catalog of its warehouse trucks, covering types 
for a great variety of purposes. Clark trucks bear an 
exceptionally good reputation for quality and durability. 

L. A. Van Patten has resigned as advertising man- 
ager of the Alco truck for the American Locomotive 
Co, to become vice-president and sales manager of Harry 
S. Houpt, Inc., who will handle the business of the 
Lozier Motor Co. in New York City. 


Frank L. Campbell, traffic manager John Lucas & 
Co., has been elected vice-president the Traffic Club of 
Philadelphia, succeeding W. W. McFarland, traffic man- 
ager Sun Co. 


Attorney-General McReynolds has decided to appcint 
a special attorney to inquire into the acts, transactions and 
practices of the New York, New Haven & Hartford, with 
a view to ascertaining whether anything that company 
or its subsidiaries have done, or charged with having 
done, merits any action by the federal government under 
the anti-trust law or the Act to regulate commerce. 
While not so stated, the assumption in Washington has 
been that the Commission's inquiry and the somewhat 
lurid reports in New England newspapers caused Mr. Mc- 
Reynolds to decide upon such a course. The argumentis 
during the week caused the facts to be stated in such 
a way as to attract the attorney-general’s attention, 
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LEGAL DEPARTMENT 


Cine lee ee Dek 10 ee Ie Ie Ud Wd 1k 1d ed De 1 


Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal epartment, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Losses From Floods Occurring From Unreasonable Delay. 

Ohio.—“ Will you kindly advise, in your columns, what 
construction the courts have placed on the clause in the 
Uniform Bill of Lading limiting the liability of carriers 
through destruction caused by acts of Providence? Would 
not delay in transit or any form of negligence render 
the railroads liable in certain cases where consignments 
in transit are lost in floods? Can you set forth any such 
forms of negligence, wherein the carrier has been held 
liable? Any information along these lines will be ap- 
preciated, as we have had a number of cars of cement in 
transit totally ruined in the recent floods in Ohio, while 
at the same time our direct losses at the place of pro- 
duction have been severe.” 

Section 1 of the Uniform Bill of Lading, limiting the 
carrier’s liability for loss or damage, in the main con- 
forms with the unwritten law of the various states as 
embodied in court decisions. By that law the carrier 
cannot be regarded as a practical insurer of *the goods 
against all losses of whatever kind, and particularly can- 
not be held liable for losses arising from the act of God. 
The authorities assimilate the acts of God to inevitable 
or unavoidable accidents, when the same are in no way 
attributable to human agency or the faults or negligence 
of the carrier; that is to say, the act of God, to excuse 
the carrier, must be the proximate cause of the loss. See 
page 683 of the March 22, 1913, issue of this publication, 
in answer to “Pennsylvania,” for fuller review of this 
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subject. 

Where, however, the loss would not have occurred 
but for the ecarrier’s unreasonable delay, the authorities 
are not in such full accord. It is maintained in those 
cases which hold that the carrier is not liable that, while 
the loss might not have been but for the delay, the car- 
rier is responsible only where his negligence was the 
proximate cause of the loss; that where an act of God 
has intervened, it cannot be said that the carrier could 
have foreseen and anticipated that the goods would be 
overtaken by such a casualty as a natural and probable 
consequence of the delay, and that the delay is therefora 
the remote cause of the loss and the carrier must ac- 
cordingly be excused from liability. The courts of Penn- 
sylvania, Mississippi, Virginia, Missouri, Texas, Massa- 
chusetts, United States Supreme Court, and many federal 
courts, have taken this view of the subject. The contrary 
view is taken on the ground that nothing is better settled 
than that in case of an unnecessary deviation the carrier 
will be liable, no matter what the immediate cause of 
the loss may have been, because the law will trace the 
loss back to the first fault and will there fix the liability 
for it, even though the immediate cause may have been 
some violent and unavoidable change or convulsion in 
nature. And that it is difficult to understand why, if it 
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is liable for loss in case of an unnecessary deviation, it 
should be excused where it has neglected to send the 
goods forward without reasonable dispatch. This view 
has been taken by the courts of Minnesota, Connecticut, 
Wisconsin, Kansas, New York, Michigan, Iowa, Alabama 
and Illinois. But all authorities are agreed that if, during 
the transportation of the goods, any accident should hap- 
pen to them from which damage is likely to ensue to 
the goods, it is the duty of the carrier to give to them 
all the reasonable care and attention which will prevent 
further damage and secure their preservation. 


* * af 


Transportation Beginning and Ending in One State, But 
Passing Through an Adjoining State. 


North Carolina —‘A shipment destined from one point 
to another point in the same state passes through an- 
other state to destination. Wouid this be interstate or © 
intrastate commerce? [ am under the impression that 
it would be intrastate, but as some railroad representatives 
contend that it is not, I would thank you for your opinion 
in the matter.” 

The United States Supreme Court, in the case,of 
Hanley vs. K. C. S. Ry. Co., 187 U. S., 617, held that goods 
transported between two points in the same state, where 
part of the route extends through another state, are 
subject to the provisions of the Act to regulate ecom- 
merce, on the ground that it is plain that the commerce 
was not confined to one state, and that there can be but 
one rate fixed by one authority, whether that authority 
be in the state or Congress. 

* * * 


Responsibiilty of Carrier Under Released Valuation Clause. 

Texas.—‘We have been presented with a heavy claim 
for loss and damage to a less-carload shipment household 
goods moving from a point in Arkansas to a point in 
Texas. The agent at point of origin assessed prepaid 
freight charges based on first class rate, and inserted 
in bill of lading and waybill the usual clause ‘value not 
exceeding $10 per 100 pounds,’ which was necessary to 
entitle shipment to first class rating according to Western 
Classification; however, the shipper who consigned the 
goods to himself, did not sign the bill of lading. It 
was formerly our understanding that carriers were liable 
for the actual value of goods lost, and could not limit 
their liability by use of the ‘release clause;’ however, 
I have a faint recollection of having recently noticed 
in Tue TRAFFIC WoRLD, some conference ruling, or opin- 
ion from the Interstate Commerce Commission, recogniz- 
ing the right of carriers to so limit their liability by use 
of the released valuation clause in bill of lading contract, 
although am now unable to locate the article, and will 
certainly appreciate it if you will kindly favor us with 
your opinion as to our liability in a case of this kind.” 

In the case of Central Commission Co. vs. M. J. & 
K. C. R. R. Co. et al., 15 I. C. C., 25, in which the initial 
carrier collected the lowest rate on cotton linters ap- 
plicable to shipments moving under a released valuation, 
but neglected to secure the shipper’s signature to such 
released valuation, and the delivering carrier, therefore, 
collected at a higher rate, the Commission held that it 
is the duty of the initial carrier, not only to advise the 
shipper of the lower rates applying in case of released 
valuation, but when informed of the shipper’s desire to 
avail himself of such lower rates to obtain the shipper’s 
signature in accordance with the tariffs. See also South- 
ern Cotton Oil Co. vs. L. & N. R. R., 18 LC, C., 180, 
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and Robinson Clay Product Co. vs. B. & O. R. R. Co., 
Unreported Opinion No. 250, in which cases the Commis- 
sion allowed reparation because the carriers failed to 
secure shippers’ indorsements on the bills of lading of 
the released valuation clause. As to the operation and 
effect of a contract limiting the carrier’s common law 
liability, see the decision of the United States Supreme 
Court, as published on page 169 of the Jan. 18, 1913, issue 
of THe TRAFFIC WORLD. 
ae cs * 


Carrier May Limit Time Within Which Claim Shall Be 
Made for Losses. 


Alabama.—“Can a claimant file or prosecute suit in 
justice of peace court in Alabama against a common 
carrier, who is the delivering line, or against a common 
carrier who is the bill of lading line, for loss of, or dam- 
age to, an intrastate shipment or to an interstate ship- 
ment, without first filing claim with said carrier for 
the loss or damage, thereby giving carrier an opportunity 
to settle?” 

It is frequently the custom for the carrier to insert 
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in the contract of shipment a condition that, in the event 
of loss, the owner shal] give notice of his claim within 
a specified time. When such conditions are reasonable 
the owner will be precluded from the right to maintain 
an action against the carrier unless he has presented 
the notice within the time stated and in the manner 
provided. This is on the condition, however, that such 
notice was inserted in the contract of shipment. 

While some states have enacted laws prohibiting the 
carrier from limiting its liability by contract, and while 
such laws will be operative on shipments moving wholly 
intrastate, yet the United States Supreme Court recently 
held, in the case of Adams Express Co. vs. E. H. Cron- 
inger, that where the operation and effect of the contract 
for an interstate shipment, as shown by the receipt or 
by the bill of lading, is governed by a local law of the 
state which is in conflict with the acts of Congress regu- 
lating interstate commerce, that the acts of the latter, and 
not the local laws of the state, must control. Shipments 
moving under the uniform bill of lading will come within 
the above description and will not be controlled by the 
local law of the state. 





Docket of The Commission 





raphers of the Commission, Messrs. Hulse & Allen, will be furnished at the rate of 12'4 


64 (raphe of the testimony or oral argument, or extracts therefrom, taken by the official stenog- 


cents per 
be made directly to them.” 
Series of 1909.) 


page of approximately 200 words. 
(Interstate Commerce Commission, Special Order No. 1 


Application and payment therefor should 


Application for transcripts of testimony taken at Washington should be directed to Hulse & 
Allen, Whitford Bidg., Washington, D, C., and application for transcripts of testimony taken outside 
of Washington should be addressed to Hulse @ Allen, 115 Broadway, New York. 





Note.—items in the Docket marked with an asterisk 
(*) are new and have not been carried in the publication 
during the preceding week. 


June 2—Hearing at Kansas City, Mo., before Special Ex- 
aminer Henderson. 
Case No. 5401—Southwestern Missouri Millers’ Club 
vs. St. L. & S&S. F. R. R. Co, 
Case No. 54783—Thomas A. Osborne vs. A. T. & S. 
F. Ry. Co. et al. 
Case No. 5589—United Kansas Portland Cement Co. 
vs. Mo. Pac. Ry. Co. et al. 
June 3—Hearing at Kansas City, Mo., before Special Ex- 
aminer Henderson. 
Case No. 5610—Waterman Lumber & Supply Co. 
vs. Texas & Gulf Ry. Co. et al. 
Case No. 5620—C. C. Clemons Produce Co. vs. C. & 
A, R. R. Co, et al. 
Case No. 5636—Kansas City Hay Co. vs. Mo. Pac. 
Ry. Co. et al. 
June 3—Hearing at Kansas City, 
Examiner Henderson. 
Fourth Section Application No. 1898. 
June 5—Hearing at Topeka, Kan., before Special 
aminer Henderson. 
Case No. 5611—Salina Produce Co, vs. Mo. Pac. Ry. 
Co. et al. 
June 5—Hearing at Topeka, 
aminer Henderson. 
Case No. 5625—Millers Grain Co. vs. A. T. & S. F. 
Ry. Co, et al. 
June 6—Hearing at Salina, Kan., 
aminer Henderson. 
Case No. 5611—Salina Produce Co. vs. Mo. Pac. Ry. 
Co. et al. 
June 7—Hearing at Wichita, Kan., before Special Ex- 
aminer Henderson. 
Fourth Section Application No. 1667. 


Mo., before Special 


Ex- 
Kan., 


before Special Ex- 


before Special Ex- 


June 7—Hearing at Wichita, Kan., 
aminer Henderson. 
Case No. 5484—Enns Milling Co. vs. C. R. Il. & P. 
Ry. Co. et al. 


June 9—Hearing at Bartlesville, Okla.; before Special Ex- 
aminer Henderson, 
Case No. 5586—Bartlesville Supply Co. vs. A. T. & 
S. F. Ry. Co. et al. 
June 10—Hearing at Oklahoma City, Okla., before Special 
Examiner Henderson. 
Case No. 5590—Bigham & Rose vs. Tex. & Pac. Ry. 
Co. et al, 
oo No. 5639—Millers Bros. vs. Mo. Pac. Ry. Co. 
et al, 
Case No. 5649—Corporation Commission of Okla. vs. 
K. C. M. & O. Ry. Co. et al, 
June 12—Hearing at McAlester, Okla., before Special Ex- 
aminer Henderson. 
Case No. 5301—Clyde Stewart vs. M. K. & T. Ry. 
Co, et al. 
June 13—Hearing at Ft. Smith, Ark., before Special Ex- 
aminer Henderson, 
Case No. 5551—T. G. Long & Co. «s. St. L. & S. F. 
R. R. Co. 
June 14—Hearing at Little Rock, Ark., 
Examiner Henderson. 

*Fourth Section Application No, 4218. 
June 14—Hearing at Little Rock, Ark., before Special 
Examiner Henderson. 

Case No. 5476—Samuel Preston Davis vs, St. L. I 
M. & Sou. Ry. Co, et al, . 

Case No. 5565—Scott-Mayer Commission Co. vs. C. 
R. I. & P. Ry. Co. et al, 

Case No. 5594—George H. Lee vs. St. L. So. Wn. Ry. 
Co. 

Case No. 4687—Scott-Mayer Commission Co. vs. A. 
T, & S. F. Ry. Co, et al, 


before Special Ex- 


before Special 
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Case No. 5248—Merchants’ Frt. Bureau of Little 
Rock vs. St. L. I. M. & Sou. et al. 
June 16—Hearing at Chicago, Ill, before Special Ex- 
aminer Gibson. 
Case No. 4548—David K. Jeffries vs. N. O. M. & C. 
R. R. Co. et al. 
Case No. 4908—Central Refining Co. et al. vs. B, & 
Oo. S. W. R. R. Co, et al. 
Case No. 5151—Aetna Powder Co. vs. Wabash R. R. 
Co. et al, 
Case No. 5255—G. W. Sheldon & Co, vs. N. Y. C. 
& St. L. R. R. Co, et al, 
June 17—Hearing at St. Louis, Mo., before Special Ex- 
aminer Henderson. 
Case No, 5454—Stewart Green Lumber Co. et al. vs 
St. L. I. M. & Sou. Ry. et al. 
Case No. 5469—Pendleton Grain Co, vs. Term. R. R. 
Assn. of St. Louis. 
June 17—Hearing at St. Louis, Mo., before Special Ex- 
aminer Henderson. 
Fourth Section Application No. 4218. 
June 17—Hearing at Chicago, Ill., before Special Ex- 
aminer Gibson. 
Case No. 5349—Moore Hardware & Iron Co. vs. D. 
& R. G. R. R. Co. et al. 
Case No, 5482—Wadsworth Salt Co. et al. vs. Pa. 
Co, et al, 
Case No. 5496—J. W. Butler Paper Co. vs. Bangor 
& A. R. R. Co. et al. 
Case No. 5512—Alexander H. Brickson Co. vs. C. M. 
& St. P. R. R. Co. et al. 
June 18—Hearing at Evansville, Ind., before Special Ex- 
aminer Henderson. 
Case No. 5366—Geo. L. Meeker & Co. vs. Ill. Cent. 
R, R. Co. et al. 
June 19—Hearing at Louisville, Ky., before Special Ex- 
aminer Henderson. 
Case No, 4516—James D. Watson vs. Ky. & Tenn. 
Ry. Co. et al. 
Case No. 4720—Tennessee Coal Co. vs. Ky. & Tenn. 
Ry. Co. et al 
Case No. 5356—Louisville Cement Co. vs. L. & N. 
R. R. Co. et al. 
Case No. 5607—Washburn Crosby Milling Co. vs, B. 
& O. S. W. R. R. Co. 
June 19—Hearing at Chicago, Ill., before Special Ex- 
aminer Gibson. 
Case No. 5492—Albert Miller & Co, vs. G. C. & S. 
F. Ry. Co. et al. 
Case No. 5592—Albert Miller & Co. vs. G. C. & S. 
F. Ry. Co. et al, 
Case No. 5546—Albert Miller & Co. vs. Pere M. R. 
R. Co. et al. 
Case No. 5578—Albert Miller & Co. vs. C, St. P. M. 
& O. Ry. Co. et al. 
Case No. 5549—Stearns & Culver Lumber Co. vs. L. 
& N. R. R. Co. et al. 
Case No. 5717—Stearns & Culver Lumber Co. vs. 
L. & N. R. R.. Co. et al. 
June 19—Hearing at Chicago, Ill., before Special Ex 
aminer Gibson. 
Case No. 4343—Edward Byrne, Trustee, vs. A. C. L. 
R. R. Co. et al. 


Case No. 4451—D. E. Evans & Co. et al. vs. Ill. 


Cent. R. R. Co, et al. 


Case No. 5446—Orgill Bros. Co. vs. L. & N. R. R. 


Co. et al. 
June 20—Hearing at Louisville, Ky., before Special Ex- 
aminer Henderson. 
Case No, 5488—Oman-Dowling-Green Stone Co. vs. 
x. Y. C. & 8. BR. BR. RB. Co. et al. 


June 20—Hearing at Chicago, Ill, before Special Ex- 


aminer Gibson, 

Case No. 5517—J. C. Kirkpatrick vs. Sou. Pac, Ry. 
Co. of Tex. et al. 

Case No. 5528—Thornhill Wagon Co. et al vs. Norf. 
& West. Ry. Co. et al. 

Case No. 5536—Illinois Leather Co. vs. C. M, & St. 
P. Ry. Co. et al. 


June 21—Hearing at Chicago, Ill, before Special Ex- 


aminer Gibson. 


Case No. 5548—C. C. Griswold et al. vs, C. lL. & L. 


Ry. 
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*Case No. 5557—Kittoe Boiler & Tank Co. vs. Erie 
R. R. Co, et al. 
Case No. 5568—Herman H. Hettler Lumber Co, vs. 
Gulf & S. I. R. R. Co. et al. 
Case No. 5575—Jettner Brewing Co. vs. C. B. & Q. 
R. R. Co. 
June 23—Hearing at Chicago, Ill., before Special Ex- 
aminer Gibson. 
Case No. 5576—Briggs & Turivas vs. C. M. & St. P. 
Ry. Co. et al. 
Case No. 5601—Jenkins & Co. et al vs. O. S, L. R. 
R. Co. et al. 
Case No. 5602—Burson Knitting Co. vs. ( M. & St. 
P. Ry. Co. 
Case No. 5613—Western Ohio Creamery Co. vs. Cin- 
cinnati No. R. R. Co. et al. 
Case No. 5614—Alexander H. Brickson Co. vs, C, & 
N. W. Ry. Co. et al. ; 
June 24—Hearing at Chicago, Ill., before Special Ex- 
aminer Gibson. 
Case No. 5270—Ohio Iron & Metal Co. vs..C. B. & 
Q. R. R. Co. et al. 
Case No. 5282—Ohio Iron & Metal Co. vs. C. M. & 
St. P. Ry. Co. et al. 
Case No. 4778—John W. Keogh & Co. vs. M. St. P. 
& S. S. M. Ry. Co. 
Case No. 4341—Rhinelander Paper Co, vs. M. St. P. 
& S. S. M. Ry. 2 
Case No. 5416—Curry & Weyte Co. et al. vs. Duluth 
& I. R. R. R. Co, et al, 
June 25—Hearing at Chicago, Ill., before Special Ex- 
aminer Gibson. 
Case No. 4805—Edward Taylor & Addison B. Taylor 
vs. C. B. & Q. R. R. Co, et al. 
Case No. 5624—American Terra Cotta & Ceramic 
Co. vs. Vandalia R. R. Co. et al. 
Case No. 5637—United Refrigerator & Ice Machine 
Co, vs, C. & N. W. Ry. Co. et al. 
Case No. 5664—United States Gypsum Co. vs. St. L. 
& Ss. F. R. R. Co. et al. 
Case No. 5680—Archer Daniele Linseed Co. vs, C. 
M. & St. P. Ry. Co. et al. 


June 26—Hearing at Chicago, Ill, before Special Ex- 
aminer Gibson. 
Case No. 5681—MaHaffey Co. vs. Gt, Nor, Ry. Co. 
et al. 
Case No. 5686—Wm. J. Oliver, Assignee, vs. Ope- 
lousas Gulf & N. E. Ry. Co. et al. 
Case No, 5687—Smith Mfg. Co. vs. C. & N. W. Ry. 
Co. et al. 
Case No. 5695—Sulzberger & Sons Co. vs, So. Pac. 
Co. et al. : 
Case No. 5703—Matthiessen & Hegeler Zinc Co. vs. 
C. & N. W. Ry. Co. et al. 
June 27—Hearing at Chicago, Ill, before Special Ex- 
aminer Gibson. 
Case No. 5710—Hardwood Yancey Young Co. vs. L. 
& N. R. R. Co. et al. 
Case No. 5712—Kan, Portland Cement Co, vs. M. K. 
& T. Ry. Co. et al. 
Case No. 5714—Swift Beef Co. vs. Can. Pac. Ry. Co. 
et al. 
Case No. 4768—W. A. Griffing et al. vs. C. & N. W. 
Ry. Co. et al. 
Case No. 4677—Petmecky Co. et al. vs. M. K. & T. 
Ry. Co. of Tex. et al, 
June 28—Hearing at Chicago, Ill., before Special Ex- 
aminer Gibson. 
Case No. 5162—Olson Rug Co. vs. A. T. & S. F. Ry. 
Co. et al. 
Case No. 5321—F. W. Stock & Sons vs. L. S. & M. 
S. Ry. Co. 
June 30—Hearing at Chicago, Ill. before Special Ex- 
aminer Gibson. 
Case No. 5725—Koch Butchers’ Supply Co, vs. C. & 
&. RB: RCo. 
Case No. 5724—Fred Heger vs. Adams Express Co. 
et al. 
Case No. 5726—Brunswick-Balke-Collender Co. vs. 
Lake Superior & Ishpeming Ry. Co. et al, 
Case No. 5731—D. B. Scully Syrup Co. vs. P. R. R. 
Co. et al. 
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July 1—Hearing at Chicago, Ill., before Special Examiner 
Gibson. 
Case No. 5739—Alexander H. Erickson Co. vs. C. M. 
& St. P. Ry. Co. 
Case No. 5742—Smith System Heating Co. vs. Gt. 
Nor. Ry. Co. et al. 
Case No. 57483—Kerry Holverscheid & Co. vs. B, & 
O. R. R. Co, et al. 
Case No. 5744—American Well & Prospecting Co. 
vs. St. L. So. Wn, Ry. Co. 
Case No. 5746—Atlas Brewing Co. vs, Pa. Co. 
July 2—Hearing at Chicago, Ill., before Special Examiner 
Gibson. 
Case No. 5747—Ludowici Celadon Co. vs. A. C. L. 
R. R. Co. 


Case No. 5750—Northern Wood Co. vs. C, & N. W. 
Ry. Co. et al. 


DIGEST OF NEW COMPLAINTS 


—_—_—- 








No. 5790. The Feeders’ Supply Co. of Kansas City, Mo., vs 
the Missouri, Kansas & Texas Railway et al. 

Charges unjust and unreasonable rates on shipment of 
cotton cake and cottonseed meal from Bartlett, Texas, to 
Burns and Burdick, Kan. The establishment of maxima 
rates asked for and reparation. 

No. 5791. W. D. Weaver, Charlottesville, Va., vs. the West 
Shore R. R. Co. et al. 

Against a rate of 59 cents per 100 pounds for the ship- 
ment of household goods from West Englewood, N. J., to 
Charlottesville, Va., as unreasonable and unjust. Asks for 
the establishment of a rate not to exceed 40 cents as a 
maxima, and reparation. 

No. 5792. Leavitt Land & Lumber Co. of Dermott, Ark., vs. 
St. Louis, Iron Mountain & Southern et al. 

Charges unduly and unjustly discriminatory rates on ship- 
ments of lumber from Arkansas points by reason of the 
cancelation of the old tap-line allowances. Asks for reduc- 
tion of not less than 4 cents below present rates to Memphis, 
Thebes, Cairo, East St. Louis, St. Louis and Kansas City 
and reparation down to the point which the Commission shall 
fix as the rate. 

No. 5793. Continental Paper Bag Co. of New York, N,. Y., vs. 
Chesapeake & Ohio et al. 

Charges the collection of unjust and discriminatory rates 
on shipments of wrapping paper from Virginia points to At- 
lanta, Ga. Cease-and-desist order and reparation asked for. 

No. 5794. McCaull-Dinsmore Co. of Minneapolis, Minn., vs 
Chicago, St. Paul, Minneapolis & Omaha Ry. Co. et al. 

Against a rate of 32% cents per 100 pounds on carload ship- 
ment of shelled corn from Wynet, Neb., to Fort Collins, Colo., 
due to alleged misrouting. Claim a rate of 25 cents should 
have applied. Ask for the establishment of a 25-cent rate 
yom all available routes between points named, and repara- 
tion, 

No. 5795. City of Brownsville, Tenn., et al. vs. the Louisville 
& Nashville. 

Against a rate of $1.50 per net ton on shipments of coal 
from mines in western Kentucky on the line of Owensboro 
& Nashville and the Henderson divisions of the L. & N. 
as unjust and unreasonable and unjustly discriminatory and 
in violation of the long-and-short-haul provisions of the act, 
in that they ship a distance of 67 miles further at a rate of 
$1.10, the shipments passing through Brownsville to go the 
longer distance. Asks for the establishment of a rate not 
to exceed $1.10 and reparation. 

No. 5796. W. A. Plummer Manufacturing Co. of San Francisco, 
Cal., vs. Atchison, Topeka & Santa Fe Ry. Co 

Against a rate of $5.10 on shipments of iron hammocks 
from Chicago to San Francisco as excessive, unjust and un- 
reasonable. Asks for a rate not to exceed $2.00 and repara- 
tion. 

No. 5797. J. Rosenbaum Grain Co. of Chicago, IIL, vs. the 
Union Pacific R. R. Co. 

Against a failure to pay elevation allowances on 2,304,140 
pounds of grain shipped through the company’s terminai 
elevators at Kansas City and Armourdale, Kan., and against 
the rule governing free time allowance on cars as being 
arbitrary, unreasonable and discriminatory. Reparation de- 
manded and such further orders as the Commission may 
consider proper. 

No. 5798. L. M. Potts, Chickasha, Okla., vs. Chicago, Rock 
Island & Pacific et al. 

Against the rate of $2.85 on cotton, earload, from all sta- 
tions on Rock Island lines in Oklahoma to Oakland, Cal., as 
unjust and unreasonably high. Demands a rate not exceed- 
ing 95 cents and reparation to that rate. 

No. 5799. Vidalia (Ga.) Board of Trade et al. vs. 
& West Point et al. 

Alleges unduly discriminatory rates against Vidalia, due to 
the basing point system and due to the absence of through 
rates from Ohio River crossings. Demand reasonable through 
rates. 

No. 5800. Wichita (Kan.) Business Association vs. Atchison, 
Topeka & Santa Fe et al. 

Alleges excessive, unjust and unreasonable rates on agri- 
cultural implements and vehicles from Wichita to Texas 
points. Demands just, reasonable and nondiscriminatory rates 
and the application of the same storage-in-transit rules as 
are in effect on shipments to points in Oklahoma and repara- 
tion to the Peru-Van Zant Implement Co. 

No. 5801. Tunis-Cockey Lumber Co., Philadelphia, vs. the At- 
lantic Coast Line and the New York, Pennsylvania & Norfolk. 

Alleges unjust and unreasonable charges on yellow pine 


Atlanta 
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from Bowden, N. C., to Cape Charles, Va., due to ‘“‘negl 
gence and carelessness’ in notification orders. 
reparation. 

No. 5802. Flanley Grain Co. of Sioux City, Ia., vs. the C., 
& Q. R. R. Co. et al. 

Against a rate of 17.1 cents per 100 pounds on corn, ca 
loads, from Remsen, Ia., to Sioux City, as unjust, excessiv: 
unreasonable and discriminatory to the extent that it e) 
ceeded a rate of 14.78 cents. Reparation demanded and 
cease-and-desist order. 

No. 5803. James S. Templeton & Sons, Chicago, Ill., vs, th: 
C., I. & 8S. R. R. et al. 

Unjust, unreasonable and excessive rates for the tran 
portation of seven carloads of wheat, milled in transit 
Louisville, growing out of the fact that the C. & O. h: 

unintentionally been left out as a participating carrier 

C., I. & 8. Tariff No. 1579. Reparation demanded, 

No. 5804. Hammond Bros., Kansas City, Mo., vs. the C., | 
& Q. R. R. Co. 

Against a charge of 5 cents per 100 pounds and the a; 
plication of the minimum weight provided in their tarifi 
I. Cc. C. No. 9821, on shipments of ice from Omaha to Kansa 
City. Claimed charges should have been made on actu: 
weight of ice shipped. Ask for the application of a rat 
of 5 cents on the actual weight of the ice loaded, and repara 
tion. 

No. 5805. David N. Clark, Galt, Mo., vs. C., M. & St. P. R 

Excessive charges on carload of millet seed from Harris 
Station, Mo., to Omaha, Neb., due to alleged misrouting 
Cease-and-desist order asked for, and reparation. 

No. 5806. Continental Paper Bag Co., Rumford Falls, Me., vs 
the Maine Cent. R. R. Co. et al. 

Against a rate of 32 cents on carload shipments of pape! 
bags from Rumford Falls, Me., to Memphis, Tenn., as un 
just and discriminatory in so far as it exceeds a 32-cent rat: 
between the same points on wrapping paper. The establish 
ment of a. maxima rate asked for, and reparation. 

No. 5807. Lone Star Brewing Co. of San Antonio, Tex., vs 
the St. L., I. M. & S. et al. 

Against a rate of $1.25 per 100 pounds for the transporta 
tion of wooden bungs from St. Louis to San Antonio as un 
reasonable, excessive and unjust. Maxima less-than-carload 
rates asked for, not to exceed 96 cents per 100 pounds, and 
reparation. 

No. —_ Caroline Dierks, Lincoln, Neb., vs. the Sou. Pa 
et al. 

Alleges that she was forced to pay an unreasonable and 
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Demands 


i 


unduly discriminatory passenger fare rate for self and two 


daughters from San Francisco to Lincoln, Neb., in that the 
conductor of the Northern Pacific refused to honor ticket 
purchased at San Francisco for passage from Tacoma to Lin 
coln, claiming that there had been no stop-over privileg« 
at Tacoma. Reparation demanded. 


INFORMALREPARATION ORDERS 


18071. O’Connor, L. P., vs Can. Pac. Ry. Co., Mich. Cent. R 
R. Co. and T., H. & B Ry. Co.: Order entered April 17 
1913, directing refund of $11.69 on account of unreasonabl 
rate applied on two carloads of soft coal shipped fron 
Reynoldsville, Pa., March 24, 1910, to Sudbury, Ont., Canada 

25649. Oriskany Ore & Iron Corporation vs. N. & W. Ry. Co 
et al.: Order entered April 25, 1913, directing refund of $5.85 
account of unreasonable rate applied on one carload of pig 
iron from Buena Vista, Va., to Shortsville, N. Y., May 9, 1912 

25428. Otto-Kuehne Preserving Co. vs. St. L., I M. & S. Rs 
Co. et al.: Order entered April 18, 1913, directing refund of 
$18.64, account of an unreasonable rate applied on one carload 
of molasses forwarded under date of Sept. 22, 1912, fron 
Bayou Goula, La., to Topeka, Kan. 

22594. Page Woven Wire Fence Co. vs. Delaware & Hudsor 
Co. et al.: Order entered April 26, 1913, directing refund of 
$48.00, account of unreasonable rate applied on three car 
loads of lime, forwarded from Glens Falls, N. Y , to Monessen 
Pa., during the period from June 4 to Nov. 18, 1910. 

25313. Picher Lead Co. vs. St. L. & S. F. R. R. Co. et al 
Order entered April 18, 1913, directing refund of $50.55, ac 
count unreasonable rate on one carload litharge and one ca! 
load red lead shipped from Joplin, Mo., to New York Cit: 
Jan, 31, 1911. 

13778. Pinnell-McMullen Live Stock Com, Co. et al. vs. C 
R. I. & P. Ry. Co. et al.: Order entered April 17, 1913, di- 
recting refund of $300.63, account of unreasonable rate ap 
plied on eleven carloads of calves from Valentine, Tex., to 
Kansas City, Mo., during month of October, 1909. 

17698. Planters Mfg. Co. vs. S. A. L. Ry.: Order entered April 
17, 1913, directing refund of $43.07. account of an unreasonabl 
rate applied on seven carloads of gum logs from Severn and 
Woodland, N. C., to Portsmouth, Va., during months Decem 
ber, 1910, and January, 1911. 

21331 and 21264. Prager & Co. and Hale Brothers, Ine., vs 
So. Pac. Co. et al.: Order entered April 26, 1913, directing 
refund of $2.13 to Hales Brothers, Inc., and $0.61 to Prage! 
& Co., on account of unreasonable rate applied on shipments 
of cotton hosiery from various interstate points to Stockton 
and San Francisco. Cal. 

22647. Prest Heating & Foundry Co. vs. L. & N. R. R. Co. et 
al.: Order entered April 26, 1913, directing refund of $10.50 
account unreasonable rate applied on one carload of pig iron 
forwarded from Napier, Tenn., to Kansas City, Mo., on Sept. 
30, 1910. 

24966. Quaker Oats Co. vs. Ill. Cent. R. R. Co. et al: Order 
entered April 19, 1913, directing refund of $9.29, aceéunt un- 
reasonable rate applied on shipments of flour and feed for- 
warded from Minneapolis, Minn., to various interstate points 
during the month of April, 1911 

18352. teichert Milling Co. vs. Ill, Cent. R. R. Co.: Order 
entered April 26, 1913, directing refund of $26.25, account of 
unreasonable rate applied on two carloads of wheat, for- 
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warded from Belleville and East St. Louis, Ill, to Freeburg, 
lll., for milling and subsequent reshipment to Atlanta, Ga. 

26668. Ritter, C. L., Lumber Co., vs. Norf. & West Ry. et on: 
Order entered April 18; 1913, directing refund of $14.10 on 
account of an unreasonable rate applied on one carload of 
hemlock lumber shipped March 20, 1912, from Doran, Va., to 
Linden Heights, O. 

22640. Rosenbaum, J., Grain Co, vs. C., C. C. & St. L. Ry. Co. 
et al.: Order entered April 26, 1913, directing refund of 
$1,561.54, account of unreasonable rate applied on thirty-two 
carloads of wheat, forwarded from various points in Illinois 
to Gibson, Ind., during the months of July and August, 1911. 

23929. Rueping, Fred, Leather Co. vs. P., C., C. & St. L. Ry. 
Co, et al.: Order entered April 17, 1913, directing refund of 
$44.16, account of unreasonable rate applied on one carload 
of green salted hides from Cincinnati, O., to Fond du Lac, 
Wis., on July 15, 1911. ‘ 

16776. Ryan, D. E., Co. vs. C. & E. I. R. R. Co. et al: Order 
entered April 17, 1913, directing refund of $3.00, account of 
an unreasonable rate applied on one carload of potatoes from 
Anoka, Minn., to Evansville, Ind., on Sept. 17, 1909. 

25482. Samuel, Frank, vs. Atlantic City R. R. Co. et al.: Order 
entered April 18, 1913, directing refund of $7.00, account un- 
reasonable rate applied on one carload scrap iron from Atco, 
N. J., to Principio, Md., on May 31, 1912. 

19604. Sandoval Zine Co. vs, B. & O. S. W._R. R. Co. et al: 
Order entered April 18, 1913, directing refund of $12.82 on 
account of an unreasonable rate applied on_one carload of 
spelter from Sandoval, Ill, to Connellsville, Pa., on May 25, 
1911. 

13543. Saunders, J. R., Co. vs. T. & N. O. R. R. Co. et al.: 
Order entered April 17, 1913, directing refund of $224.18, ac- 
count of an unreasonable rate applied on two mixed carloads 
of rosin and turpentine from Hillister, Tex., to New Orleans, 
La., on Feb. 10, 1909, and April 16, 1909. 

25566. S. F. Scattergood & Co. vs. P. R. R. Co. et al.: Order 
entered April 25, 1913, directing refund of $8.63, account of 
unre ble rate on one carload of shelled corn from Middle- 
town, el 6. W, ridge, N. J., Dec. 2, 1911. 

25046. , Charles, vs. K. C. Sou. Ry. Co. et al.: Order 
entered April 18, 1913, directing refund of $102.90, account 
unreasonable rate applied on one carload peaches from 
Orchard Siding, Ark., to Elgin, Ill, on June 15, 1911. 

21403. Schmidt, Benjamin J. & Co. vs. So. Pac. Co. et al: 
Order entered April 26, 1913, directing refund of $1.76 account 
unreasonable rate applied on three shipments of cotton 
hosiery and underwear forwarded from various points to San 
Francisco, Cal., in 1910. 

25426. Scott-Mayer Commission Co. vs. St. L., I. M. & Southern 
Ry. Co. et al: Order entered April 22, 1913, directing refund 
of $102.36, on or before May 22, 1913, account unreasonable 
rate on three carloads of green apples, forwarded under dates 
of May 27 and 31 and June 1), 1912, from Dallas, Tex., to 
Little Rock, Ark. 

16292. Seaside Shingle Mill vs. C., M. & St. P. Ry. Co.: Order 
entered April 17, 1913, directing refund of $5.00 on account of 
drayage charge incurred through the misrouting of one car- 
i ~ shingles from Everett, Wash., to Monroe, Wis., Dec. 

1, 1910. 

26151. Shaner, M. W., vs. C., B. & Q@. R. R. Co. Order en- 
tered April 17, 1913, directing refund of $3.50 on account of 
expense for drayage incurred through the ne. of a 
carload of cement shipped during August, 1911, from Hanni- 
bal, Mo., to Laurens, Ia. 

20952. Shelfer, E. B., Co. vs. G., F. & A. Ry. Co. et al: 
Order entered April 18, 1913, directing refund of $77.14 on 
account of an unreasonable rate applied on one carload of 
woven wire fencing, barbed wire, wire nails and staples 
shipped July 27, 1911, from Brunswick, Ga., to Quincy, Fla. 

23396. Simon, A., & Co. vs. Pere Marquette R. R. Co. et al: 
Order entered April 18, 1913, directing refund of $17.39 on ac- 
count of an unreasonable rate applied on one carload of rags 
from Detroit, Mich., to Appleton, Wis., under date of Jan. 
24, 1911. 

16281. Smith, George, and William Galloway Co. vs. C., R. L 
& P. Ry. Co. et al.: Order entered April 18, 1913, directing 
refund of $3.14, account unreasonable rate applied on 18 less- 
than-carload shipments manure spreaders and cream sep- 
arators from Galloway, Ia., to various Missouri and Kansas 
points during the period Jan. 29 to March 19, 1910. Under- 
charges of $6.13 on 14 shipments and overcharge of $5.58 on 
one shipment. 

23035. Standard Oil Co. vs. B. & O. R. R. Co. et al: Order 
entered April 18, 1913, directing refund of $54.05 on account 
of unreasonable rate applied on two carloads of petroleum 
refined oil forwarded from Parkersburg, W. Va., to Oshkosh, 
Wis., in January and February, 1912. 

25951. Standard Oil Co. vs A. C. L. R. R. Co.: Order entered 
April 18, 1913, directing refund of $481.15, account unreason- 
able rate applied’ on four tank cars of petroleum fuel oil from 
Savannah, Ga., to Port Tampa, Fla., from period Nov. 16 to 
Nov. 24, 1911. 

26368. Standard Oil Co. vs. A., T. & §S. F. Ry. Co.: Order 
entered April 18, 1913, directing refund of $85.30, account 
unreasonable rate applied on one tank car petroleum road 
4 from Sugar Creek, Mo., to Rocky Ford, Colo., on June 
26, 1912. 

19631. Stark, James E., & Co., vs. Ill. Cent. R. R. Co.: Order 
entered April 26, 1913, directing refund of $23.25, account of 
unreasonable rate applied on two carloads of lumber, for- 
warded from Memphis, Tenn., to Waterloo, Ia., Oct. 14, 1910, 
and Nov. 26, 1910 

25811. Stearns & Culver Lumber Co. vs. L. & N. R. R. Co.: 
Order entered April 18, 1913, directing refund of $19.64 on 
account of an unreasonable rate applied on one carload of 
well-boring machinery shipped Nov. 16, 1910, from Pass 
Christian, Miss., to Milton, Fla. 

21148. Stimpson, Ernest E., vs. York Harbor & Beach R. R.: 
Order entered April 1, 1913, directing refund of $6.00, account 
drayage charges incurred due to misrouting of one carload 
ladders from York Harbor, Me., to Poughkeepsie, N. Y., on 
Aug. 15, 1911. 
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22407 and 22527. Superior Coal Co. vs. U. P. R, R. Co. et al: 
Order entered April 26, 1913, directing refund of $3.04, ac- 
count unreasonable rate applied on three less than carload 
shipments of wooden handles, forwarded from Jonesboro, 
Ark., to Superior, Wyo., on June 21, 1911, and Sept. 16, 1911, 
and on Sept. 28, 1910. 

10445. Swift & Co. vs. C., B. & Q. R. R. Co.: Order entered 
April 26, 1913, directing refund of $1,160.00, account of unrea- 
sonable rate on 103 carloads of fresh meat and packing-house 
roducts from South St. Paul, Minn., to La Crosse, Wis., 
ept. 1, 1908, to Sept. 14, 1909. 

11075. Swift & Co. vs. St. L., S. F. & T. Ry. Co. et al: 
Order entered April 16, 1913, directing refund of $7.85 on 
account of an unreasonable rate applied on two carloads of 
green salted hides shipped during May, 1908, from North 
Fort Worth, Tex., to Pearisburg, Va. 

25647. Tennessee Cotton Oil Co. vs. Ill. Cent. R. R. Co.: Order 
entered April 25, 1913, directing refund of $126.50, account of 
unreasonable rate applied on seven carloads of fertilizer from 
Jackson, Tenn., to Golden and Holcut, Miss., and Red Bay, 
Ala., March 16 to April 1, 1912. 

25138. Texas Cement Plaster Co. vs. C., R. IL & P. Ry. Co. 
et al.: Order entered April 18, 1913, directing refund of $14.00 
account unreasonable rate applied on one carload of cement 
plaster forwarded on May 6, 1912, from Bickford, Okla., to 
Arma, Kan. 

17587. Tri-State Lumber Co. vs. B. & O. R. R. Co. et al.: Order 
entered April 26, 1913, directing refund of $701.57, account un- 
reasonable rate applied on sixty-four carloads of lumber, rail- 
road ties and mine material, forwarded from various points in 
West Virginia to various points in Pennsylvania, during the 
period from May 3, 1909, to Nov. 16, 1910. 

25186. Tulsa Fuel & Mfg. Co. vs. A., T. & S. F. Ry. Co. et al.: 
Order entered April 22, 1913, directing refund of $60.12, on or 
before May 22, 1913, account of an unreasonable rate on one 
carload of spelter from Collinsville, Okla., to Arlington, N. Y., 
on Sept. 30, 1911. 

26280. Tunnell, E. Lynn, vs. Sou. Pac. Co. et al.: Order en- 
tered directing refund of $72, account unreasonable rate on 
one shipment household goods from Mobile, Ala., to Rose- 
burg, Ore., April 6, 1910. 

25077. Tuxbury A. C., Lumber Co., vs. Atlantic Coast Line 
R. R. Co. et al: Order entered April 22, 1913, directing re- 
fund of $4.48, on or before May 22, 1913, account of unrea- 
sonable minimum weight applied on one carload of lumber 
from Charleston, S. C., to Portland, Me., on Dec. 13, 1910. 

23529. Union Foundry Co. vs. Southern Ry. Co. et al.: Order 
entered April 18, 1913, directing refund of $9.00 on account 
of an unreasonable rate applied on one carload of cast-iron 
pipe and fittings from Anniston, Ala., to Kansas City, Mo., 
under date of Sept. 1, 1910. 

22535. Union Pacific Coal Co. vs. U. P. R. R. Co. et al.: Order 
entered April 26, 1913, directing refund of $2.12, account un- 
reasonable rate applied on three shipments of wooden handles 
— from Jonesboro, Ark., to Rock Springs, Wyo., in 

20932. United States Cast Iron Pipe & Foundry Co. vs. Sou. 
- Co. et al.: Order entered April 17, 1913, directing refund 
of $303.29, account unreasonable rate — on 20 carloads 
cast-iron pipe from Anniston, Ala., to eyenne, Wyo., dur- 
SiS? Se period Sept. 30 to Oct. 24, 1910. Straight account, 


20933. United States Cast Iron Pipe & Foundry Co. vs South- 
ern Ry. Co. et al.: Order entered April 26, 1913, directing 
refund of $9.62, account of unreasonable rate applied on one 
carload of cast iron pipe, forwarded from Chattanooga, Tenn., 
to Cheyenne, Wyo., Oct. 5, 1910. 

25525. United States Iron Pipe & Foundry Co. vs. S. P. Co.: 
Order entered April 26, 1913, directing refund of $12.87, ac- 
count unreasonable rate applied on three carloads of cast iron 
os, Sue from Anniston, Ala., to Palo Alto, Cal., May 

24834. Universal Portland Cement Co. vs. Pennsylvania R. R. 
Co, et al.: Order entered April 18, 1913, directing refund of 
$15.04, account unreasonable rate applied on one carload ce- 
fuent from Universal, Pa., to Bentley, Mich., on Sept. 25, 

22533. Valore Hardware Co. vs. Union Pacific R. R. Co, et al.: 
Order entered April 26, 19138, directing refund of 57 cents, 
account of unreasonable rate on one shipment from Quincy, 
Tll., to Cheyenne Wells, Colo., Nov. 4, 1910. 

25918. Ventura County Fruit Exchange vs. Sou. Pac. Co. et 
al.: Order entered April 18, 1913. directing refund of $11.55, 
account unreasonable rate applied on one shipment of 
oranges forwarded on April 17, 1909, from Santa Paula, Cal., 
to Salt Lake City. Utah. 

8210. Vinkemulder Co. vs. L. & N. R. R. Co, et al.: Order en- 
tered April 25. 1913, directing refund of $7.66, account of un- 
reasonable rate applied on 100 cases of strawberries from 
Pomona. Tenn. to Grand Rapids, Mich., and 425 additional 
ee Humboldt, Tenn., to-Grand Rapids, Mich., May 
9, O08. 

25424. Voss-Barbee Mfg. Co. vs. St. L.. I. M & S. Ry. Co. 
et al.: Order entered April 22, 1913, directing refund 
of $31.32. account of unreasonable rate applied on one car- 
load of harness leather, forwarded on May 31, 1913, from 
Saginaw, Mich., to Little Rock, Ark. 

24030. Weiss, Otto, Alfalfa Stock Food Co. vs. St. L. & S. F. 
R. R. Co.: Order entered April 18, 1913, directing refund of 
$9.55 on account of an unreasonable rate applied on one car- 
load of mixed feed shipped Feb. 21, 1912, from Wichita, Kan., 
to Vinita. Okla. 

19794. White, C. E.. & Co. vs. St. L. I. M. & S. Ry. Co.: 
Order entered April 18. 1913. directing refund of $198.01, ac- 
count unreasonable rate applied on eight carloads hay from 
Hamburg and Mist, Ark., to St. Louis, Mo., during the period 
July 27 to Aug. 6, 1911. 

22276. Wheeling Corrugating Co. vs. N. & W. Ry. Co et al: 
Order entered April 26, 1913, directing refund of $23.68, ac- 
count unreasonable rate applied on one carload of steel 
plates forwarded from Portsmouth, O., to DePere, Wis., on 
May 4, 1911. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


PENNSYLVANIA ELECTRIC TRACTOR 


Much interest is being shown in the electric tractor 
recently turned out of the Pennsylvania Railroad Co.’s 
Juniata shops. It was given a preliminary trial on the 
streets of Altoona a short time ago. 

The tractor is intended to replace string teams used 
for hauling cars over railroad tracks in city streets for 
delivery to local industries. 

Before the design of the tractor was undertaken sev- 
eral commercial trucks and tractors were tried, but were 
not found to be adequate for the work, and officers of 








the center directly under the cab. The cab contains the 
air compressor, controlling apparatus and steering wheel. 
Sloping hoods at each end of the cab cover the driving 
mechanisms. 

The driving mechanism at each end is supported by 
the axle, which, by the way, is the largest automobile 
axle ever built, and is held in position by radius rods. 
The motive power is furnished by two General Electric 
motors of approximately 20 horsepower each. Each mo- 
tor is geared through a set of herringbone gears to a 
countershaft. The use of the herringbone gears necessi 
tates the use of a special flexible coupling between the 








Pennsylvania Electric Tractor for Use on City Streets— Trial Against a Locomotive. 


the Pennsylvania were authorized to design and construct 
a tractor suitable for the service. 

The principal dimensions and characteristics of the 
tractor are as follows: 


rr, re. Se... os dwetcapeconvecebusdheoedeessbebalel 23 feet 
ra Cs. Vb.oWn wns be0e ane lseses coeeucnwennads 19% feet 
ER aed ns BB ne ak ack oe eptene ine ds Oe ehennwen 12% feet 
Diameter of wheels over tireS..........cccccecccccceceeeesD 1eet 
en i 6.6 bird's > 60.66. beN 6 bos ab09 860s se onet lesen 7 feet 
i, Pe ck £6 a as 6 a8de6.b'eend 00 8 odd vel vated oenaee 12 inches 
Te Ms. ss wth ueecde voducteeeesedeoenees 8 feet 4 inches 
a WBS bs 6's oe eKbass o0's Fe vate ess ceueetens 11 feet 3 inches 
SE GUD. 0's 60.000 086460 7 feet by 7 feet 6 inches by 7 feet high 
PASE EN REPL PRES See Sa SS ee pe vere HX 28,850 pounds 
Sr COCs oo, oi oc cc nb es dbncsnn se 66d bake 8,000 pounds 
Se? Ee CIES v0 Ls cc ccc cvcessocsbbedese 21,500 pounds 
ee CHE ENA se Gabuas voce ccpecacoucuy 6 miles per hour 
REE, Sain OE. on ee 80 cells of Edison A-12-H 
PT PS eV ere Te ree Ul 


Some of the most remarkable features of this tractor 
are that it drives, steers and brakes on all four wheels. 
The development of these features was made necessary 
on account of the short radius curves around which the 
tractor would be required to operate and the necessity 
of driving all four wheels in order to secure the necessary 
tractive effort. 

The wheels and driving mechanisms are located near 
the ends of the chassis, and the battery box hung in 


ee 


armature shaft and the herringbone pinion. Herringbone 
gears were selected because of their strength and quiet 
running qualities. 

Integral with the countershaft gear is a differential 
gear of special design, which is the largest differential 
gear ever built for automobile work, and is a new de- 
parture in differential construction. Each side of the 
differential drives a section of the split countershaft. 
Each section of the countershaft carries a universal pin- 
ion, which meshes with the driving gear that is bolted 
to the wheel casting. 

All gears are made of special steel and heat treated. 
Through this system of gearing a reduction of about 40 
to 1 is obtained. All rotating parts of the driving mech- 
anism are carried on ball bearings of the most improved 
type. 

The wheels, which are of the tangent spoke type, 
are steel castings, weighing approximately 1,200 -pounds 
and are equipped with steel base, solid rubber block tires 
of such design that one section may be removed and 
replaced without disturbing any other section. 

Each wheel is carried on a steering knuckle, which 
is operated by a steering arm engaged with an arm on 





Mz 


(/? 








(/?7 





ins the 
wheel. 
driving 


‘ted by 
ymobile 
Ss rods. 
blectric 
ch mo- 
s to a 
lecessi 
en the 





iZbone 
quiet 


‘ential 
‘ential 
w de- 
f the 
‘shaft. 
ul pin- 
bolted 


eated. 
ut 40 
mech- 
roved 


type, 
pounds 
tires 
| and 


which 
m on 





May 31, 1918 THE TRAFFIC WORLD 1193 





| 308 G.V. ELECTRIC TRUCKS 


Qualify for Hard Express Service 


The eyes of the whole country are upon Electric Truck installations like the one shown 
helow. 


The big express companies, like the Wells Fargo Express Co., and others, are national 
institutions. ‘They have made merchandise delivery a study for practically three generations, 
since their service antedated in some cases the railroad itself. They were the pioneers in sys- 
tematizing delivery; in finding the safest and best way to transport merchandise and currency. 
Surely if anyone knows the exact cost of transporting goods, it is these national and interna- 
tional Publie Service Corporations. 





Here is part of the electric truck installation of the Wells Fargo Express Co. in Brooklyn, 
N. Y. These particular machines are G. V. Electric Trucks of 2 tons’ capacity. Others are used 


in other cities. 

The Express Companies know what they want and why they want it. With them efficiency 
is the first essential. They are not simply buying motor trucks, they are imvesting in motor 
trucks, 


G. V. Electric Trucks are strictly a business proposition. We build and sell electric trans- 
portation machinery and not, strictly speaking, automobiles. We have been serving the Express 
Companies for 11 years, and their reorders are significant. We have over 3,000 G. V. Electrics 


in service. 


Catalogue 104 on request. 


General Vehicle Company, Inc. 


General Office and Factory 
Long Island City, N. Y. 


New York Chicago Boston Philadelphia 





As a Friend of THE TRAFFIC WORLD, piease Mention the paper in writing to advertisers. 
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a longitudinal shaft, carried by the chassis. This longi- 
tudinal shaft is made in two sections, coupled at the 
center by means of an interrupted crank. From this 
coupling there are two connectors, which are attached 
to a system of planetary gearing driven by a large steer- 
ing whee] in the center of the cab. This steering wheel 
is of the marine type and turns the tractor in the direc- 
tion the tep of the wheel is turned. 


r 


Pennsylvania Electric Tractor—Side. 


The four-wheel steering arrangement allows the 
tractor to turn in a circle of 20 feet radius, the trailing 
wheels traeking with the forward wheels. This tracking 
feature allows the operator to devote his entire attention 
to the forward end of the tractor, since the trailing end 
will always clear anything that the front end has cleared. 

On each side of the cab, at the center, there is a 
lever connected to the controller. This allows the oper- 


Pennsylvania Electric Tractor—Front. 


ator to drive from either side of the steering wheel. The 
lever is moved in the direction in which the tractor is 
to go, and a guard prevents the operator from going irito 
reverse without first coming to a full stop. 

On each side of the cab, within easy reach of the 
operator, there is also a motorman’s brake valve, that 
controls the operation of the air brake apparatus. This 
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air brake apparatus is of the automatic type, air being 
supplied to the main reservoir by a motor-driven air 
compressor. The application of air actuates a system of 
equalizing levers, which operates the internal expanding 
brakes carried by the wheels. Standard air brake hose 
couplings allow the air to be used on the cars that are 
being shifted. This automatic air brake is supplemented 
by a hand brake, whieh may be used at any time, sep- 
arately or in conjunction with the air brake. An appli- 
cation of the brakes is utilized through a lever to bring 
the controller to the off position, thus making it impos- 
sible to use power while the brakes are on. 

The normal drawbar pull of the tractor is 8,000 pounds, 
During one of the trials in Juniata shop yard it pulled 
a locomotive and two cars with such surprising ease 
that it was decided to have the tractor and the locomo- 
tive push against each other, to see what the tractor 
could do. With the throttle wide open, the locomotive 
failed to hold the tractor and was moved several feet. 
The locomotive used was a Class “R,” and is rated at 
21,500 pounds drawbar pull. gts 


HANDLING PACKAGE FREIGHT 


At a luncheon of the Traffic Club of Chicago on May 
20 J. F. Barron, general agent of the Union Pacific at 
Chicago, gave an interesting address on “Handling Pack- 
age Freight” in which he suggested that mechanical han- 
dling and reduction of congestion on streets will follow 
the removal of certain obstacles. He said: 

In order to start the trouble, I am going to read a 
few extracts from an article in THe Trarric Wor.tp of 
February 8, in the department of “Increasing Efficiency 
on the Short Haul,” under the caption “Handling Package 
Freight.” The article starts out by saying: “William C. 
Redfield, member of Congress from New York (who, by the 
way, has since been appointed Secretary of Commerce) 
is quoted at some length in a recent issue of the Wall 
Street Journal upon the railroads’ lack of mechanical ap- 
pliances for handling package freight, which he calls the 
weak spot in our railroad and industrial efficiency. He 
is quoted as saying: 


“Railroad tracks, roadbed, bridges, motive power, cars, 
signals and, in fact, all the mechanical and engineering 
sides of the railway proper, show the impress of the last 
word in mechanical development. It is only when wé 
go into the railroad freight shed that we go back into the 
dark ages of industry. There the human worker sstill 
reigns supreme, rolling up an annual payroll of millions 
and congesting traffic by his cumbersome motions. Here 
freight is moved by the crudest kind of labor and with 
an apparent absence of any attempt at scientific handling.” 

After further remarks and the citation of examples in 
support of his contention that the terminal expense of 
handling package freight is four-fifths of the cost of trans 
portation, he concludes as follows: 


“I am absolutely sure that the mechanical appliances 
can be successfully employed for the greater part of the 
work. Look about you at the great freight terminals. 
Where are the moving platforms, and where are the me- 
chanical carriers? We have almost wholly failed to apply 
to the handling of package freight the principles of me- 
chanical transferring with which we are quite familiar 
in other lines. We complain about our freight rates, but 
nobody seems to worry much about our terminal charges, 
and yet the terminal charge is as inevitable as the carry- 
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LAKE SUPERIOR 


PORT ARTHUR 
BAYFIELD 


Connections with all rail and boat lines at 


DULUTH 
FT. WILLIAM 


SERVICE UNEXCELLED 


Write for FREIGHT TARIFFS, DESCRIPTIVE LITERATURE of our SCENIC ROUTES and SCHEDULES to 


L. D. ROSENHEIMER, Traffic Manager 
CHICAGO, ILL, 


L. P. HOGSTAD, Division Supt. 
DULUTH, MINN. 
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UNITED STATES. DOMINION TRANSPORTATION CO. 
DOMINION TRANSPORTATION CO., LTD. 


FREIGHT and PASSENGER LINES 


SAILING 


GEORGIAN BAY 


ZOWEN SOUND 
MICHIPICOTEN 


ASHLAND 
SAULT§STE. MARIE 


Cc. E. AINSWORTH, Manager 
SAULT STE. MARIE, MICH. 





ing charge, and is the largest part of the entire rate. 
We are to-day paying freight bills without giving a thought 
to the fact that part of the work for which we pay is 
being done in a highely scientific way, while still a larger 
part of it is being done by methods which it would be 
complimentary to call medieval.” 

Everybody Wants to Reduce Terminaj Costs. 

There is a good deal of truth in what Mr. Redfield 
says, but he is mistaken in thinking that no one is worry- 
ing about the terminal charges. In fact, speaking from 
a railroad operating standpoint, “Everybody’s doing it,” 
and some of these terminal charges will never be removed 
by mechanical carriers or moving platforms. 

I presume I am expected to say something about the 
recent plan inaugurated by some of the Chicago railroads 
in handling package freight, under what is known as the 
multiple system of trucking in connection with the co- 
operative plan of paying freight handlers. Briefly, this 
means that instead of the old system, where each trucker 
operates one truck, and each loaded movement represents 
a corresponding empty haul, from five to fifteen trucks 
per trucker are used, which practically eliminates the 
empty truck movement—prevents double handling in a 
great many cases, and in addition does away with most 
of the forced idleness unavoidable under the gang system. 
It has been actually demonstrated that this system re- 
duces the cost of floor movement about one-third, 50 
per cent of the saving being distributed equally among 
the interested freight handlers, thus not only reducing the 
cost of operation to the railroads, but establishing har-. 
monious relations with its employes. 

Mechanical Devices Can Handle Packages SucceSsfully. 

It would take up too much time to go into all the 
details of this new system of hand trucking, so I am 
going to pass it up and briefly touch on mechanical han- 
dling as referred to by Mr. Redfield. I thoroughly agree 
with Mr. Redfield that mechanical appliances can be suc: 
sucessfully employed in the handling of package freight, 
but the great obstacle in the way, as least so far as Chi- 
cago is concerned, is lack of sufficient ground space to 
permit the erection of suitable warehouses where these 
appliances can be installed and economically operated. 


Limited Ground Space an Obstacle to Their Use. 


Conceding that any improvement brought about under 
the present crude system of handling by hand truck would 


be unsatisfactory and that the limited ground space avail- 
able in our city railroad terminals prevents the installa- 
tion of either mechanical carriers or moving platforms 
that would bring about economy and efficiency, the remedy, 
as I see it, is in the establishing of large outer sorting 
platforms or warehouses, where al] outbound package 
freight, both city and connecting line, could be assembled 
and consolidated, and where the floor movement could be 
performed by mechanical devices, which would certainly 
greatly reduce the present high trucking expense. 


With the rapid growth of business that must be ex- 
pected and will surely come, it is only a question of a 
short time before some such move as this will become 
imperative; but, even under present conditions, I believe 
the change would prove beneficial from every viewpoint. 
Without going into detail, here are some of the advan 
tages to be gained, as I see it: 

(1) The building of large outer sorting houses or 
platforms would enable the railroads to install mechanical] 
appliances or devices that would not only bring about 
economy in operation, but as well give better service to 
the shipping public. 

(2) The building of these outer houses would enable 
the railroads to assemble and load daily at one point all 
package freight received from Chicago shippers and con: 
nected lines; would insure more straight or set-out cars; 
would economize on equipment, and would reduce the 
general average transit time from shipping point to des- 
tination. 

(3) Instead of handling shipments through a con- 
gested outbound house, large dray cars could be used, as 
is now the practice at St. Paul and Minneapolis, wagons 
backing up and unloading with minimum delay into these 
dray cars, which would move from tracks to sorting houses 
in frequent and scheduled runs. 

(4) The abandonment of city outbound warehouses 
would give room for more and better team track facilities 
for handling inbound shipments—something already very 
badly needed. 

(5) By establishing convenient receiving stations or 
tracks at different points, the present street congestion 
in Chicago would be greatly relieved. 

(6) Instead of carrying over every day shipments 
that are received after house tracks have been pulled for 
early trains, as is now being done, practically every pound 
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could go forward date of receipt, which surely would be 
an advantage to shippers, consignees and the railroads. 

(7) Last, but not least, the continuous controversies 
between shippers and railroads as to closing time of rail- 
road yards for receipt of teams would be eliminated, as 
under this plan the men would start later and work later 
at outer houses, so that teams from the city could be 
handled later than at present, or at least everything re- 
ceived in yard at 5:30 p. m. could be loaded and for- 
warded date of receipt. To make this plan successful there 
would, of course, have to be full co-operation between ship- 
pers and the railroads, which I presume might be brought 
about without much trouble if it can be demonstrated that 
the change is feasible and would be mutually beneficial. 

The experience of the M., K. & T. with telpherage 
in their St. Louis freight station has demonstrated the 
impracticability of handling outbound package freight on 
the second floor and, even on the ground floor, the heavy 
cost of supervision would seem to exclude it, from the 
standpoint of economy. I feel] just as sure that moving 
platforms will not solve the problem, although this still 
remains to be demonstrated. 


Field for Electric Tractors. 

Personally, I am in favor of electric tractors, handling 
from five to ten carriers over a wide floor, where free and 
uninterrupted movement is possible, and believe one man, 
operating such a tractor, will move ten times the tonnage 
one man will with one truck, which will reduce the cost 
of floor movement just that much. 


TRAFFIC ~_LUB OUTDOOR EVENTS 


The June schedule of outdoor events of the Traffic 
Club of Chicago includes the following: 

Tuesday, June 3—Beverly Country Club—Golf, indoor 
baseball “outdoors” and tennis. Cards for the ladies. 
Announcement later. 

Tuesday June 17—Railway Terminal Inspection Trip 
—Indiana Harbor Belt R. R. and connections. Itinerary 
and details later. 

Thursday, June 26—Baseball game, teams composed 
of Traffic Club members, Shippers vs. Carriers. Name 
of park and details later. 

Of the Sports and Pastimes Committee, C. H. Stevens 
is chairman and H. E. MacNiven is secretary. 

At the Beverly Country on June 3 the principal 
events will include: Thirty-six-hole medal golf handi- 
cap for club championship cup; tennis, singles and 
mixed doubles; indoor baseball, bridge whist, music, 
dancing, luncheon and dinner. Train service will be by 
B. & O. Chicago Terminal special train at 8:40 a. m., 
return 10 p. m., and by Rock Island at 8:05 a. m. and 
later. Busses from the club will meet trains. 


DEMURRAGE IN IOWA 


The Iowa Railroad Commission on May 13 heard 
arguments for and against a proposal to establish de- 
murrage rates on the California basis, The principal 
Objection made to the plan appears to have been in 
behalf of the small shipper. It was contended that the 
large shipper may have such facilities for loading and 
unloading that a high demurrage charge in not detri- 
mental to him, but that the burden would fall upon the 
small shipper who uses cars for storage when he needs 
them. A large number of traffic men were present at 
the hearing, including E. E. Mote, manager of the 
Pacific Coast Car Demurrage Bureau. 
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POSITIONS WANTED OR OPEN 
TRAFFIC MANAGER WANTED 


For first-class commercial organization in a city of 
80,000 people. Man 
with 
merce Commission cases. 


must be aggressive, able to work 
railroad executives and prepare Interstate Com- 
Salary, $4,000 to start. Per. 
increase. Address 
418 South Market street, 


manent connection and chance for 
B 331, 
Chicago. 


THE TRAFFIC WORLD, 


SL LN aN 


WANTED—TRAFFIC OR TRANSPORTATION posi- 
tion. Experience: Fourteen years with Trunk Line 
quoting, publishing, making and defending freight rates 
and preparing reparation claims; three years in charge 
of small railroad; now so employed. Exceptional refer- 
ences. Address E 110, THe TRrRarric WoRLD. 


LL AL 


Wanted—Position as AUDITOR. Fifteen years’ ex- 
perience in railway accounting in all its branches. At 
present employed in that capacity. References as to 
ability and character. Address G-17, Traffic Service Bu- 
reau, Chicago. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 


Former member of the Department of Justice as 
Solicitor of Internal Revenue 


Commerce Litigation 
a Speciality 


interstate 


=-_— SPECIAL SERVICE 

Do you require an address? Looking for someone? 
Do you require a special confidential commission exe- 
cuted? Negotiations, Investigations, Settlements, Adjust- 
ments, Purchase of goods or property, Information, pays 
Taxes, Customs or Internal Revenue bills, redeems 
Pawned Articles, secures Steamer or Pullman berths, 
Theater tickets, performing with experience and discre- 
tion any legitimate service. 


FOREIGN EXPRESS 


Consular documents prepared, Drafts collected or 
negotiated, Passports, International licenses and trip- 
tyque for Automobilists, Fast service New York to 
France and Colonies, Belgium, Switzerland, Spain, Portu- 
gal, Greece, Turkey, Russia, Servia, Porto Rico, West 
Indies, Philippine Islands, etc. 


STORAGE WAREHOUSE 

Greater New York, Jersey City and vicinity, advances 
procured, storage arranged any point on globe, transfers 
made, carloads distributed and consolidated, Moving, 
Shipping, Forwarding, Household Goods, Pianos, Works 
of Art. any place, Marine Insurance, Freight Contrac- 
tors, Lighterage. 


HUGUENOT EXPRESS, 524 W. 36th St., New York City— 
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THE NATIONAL CIVIC FEDERATION 


1300 Pages 300 Topics 5000 Paragraphs 
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EDITION LIMITED 
ADVANCE ORDERS TAKEN NOW 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
606-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis 
sion; Counselor at Law 
Suite 966 First National Bank Bldg., 
Chicago, Il. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bidg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
- of cases before the Interstate Commerce Commission 
@ specialty; Experts on railroad tariffs furnished; 
Correspondence invited. 
170 Broadway, New York 


Emerson Bentley 


Attorney at Law; Special attention to commerce 
practice before the Interstate Commerce Commission 
and Railroad Commission of Louisiana. 

901-208 First National Bank Building Shreveport, La. 


Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. Dahlberg 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


H. R. Small 


Practices before the Interstate Commerce Commission 
1605-14 Pierce Bldg., St. Louis, Mo. 


Belt & Graves 


Attorneys at Law; practice before Interstate Com- 
merce Commission and all Courts 


810-814 Times Bldg., St. Louis, Mo. 


Wade H. Ellis 


Interstate Commerce Commission cases 
604-512 Southern Bldg, Washington, D. C. 


Arthur B. Hayes 


Attorney at Law; former member of the Depart- 
ment of Justice as Solicitor of Interna] Revenue; 
Interstate Commerce litigation a specialty. 


Colorado Bldg., Washington, D. C. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where BH. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnati, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct, and Spel. Asst. U. 8. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


H. C. Lust 
Formerly of Haynie & Lust. Traffic Cases Only. 
Evidence Compiled and Cases Prepared and Handled 
for Carriers or Shippers. 
Otis Building CHICAGO 


a as 
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THE TRAFFIC WORLD 


EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 


and are reaching out for such trade. 


of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


Chicago, New York, Ldsden, Liveepeal; Paris, Waves, Retlegne-Ser-Bler 


G. W. SHELDON & CO., 





A competent Forwarding Agent can be 





Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 
Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


Huguenot Express Co. 
NEW YORK, N. Y. 
Prone 839 Greeley. For- 


624 West Thirty-sixth St. 


warders, truckmen for all lines; bulk shipments from 
out of town a specialty; up-to-date facilities for storage 
and distribution. 


Judson Freight Forward ing. Co., Inc. 


CHICAGO, ILL. 


448 Marquette Bldg. Carload distribution to al) rail- 
roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


western and Pacific Coast points. 





The Reading Truck Co. 


DETROIT, MICH. 


Sixth and Congress Sts. Authorized cartage agen 
for the Wabash and Canadian Pacific railways and for 
Special attention givem to 
distribution of carload freight for two or more parties. 


the Anchor Line steamers. 
Merchandise delivered as ordered 


phone No. 633. 


ts 


350-356 Seneca St. “Umsurpassed facilities” for stor- 
ing, handling, transferring and forwarding goods. Tele- 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 





Ashley Warehouse Co. 


ST. LOUIS, MO. 


Bonded and general storage. Drayage facilities. Cars 
promptly handled. 


Custom house entries attended to. 


Insurance, 18c. Track connections. 








LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS § he Transportation Club of Indianapolis 


The National industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffie 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
eompanies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 

Geadquarters, Tacoma Bldg., 5 North 

La Salle St., Chicago. 


Officers. 


i Belleville, President, 
ar F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 

a. G. Wilson, Vice-President, 
Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
Secretary-Treasurer, 
Tv. M. Crane Co.. 836 South Michigan 

Ave., Chicago, Ill. 
David P. Chindblom, Assistant Secretary 
6 North La Salle St., Chicago. 


National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mgr., 
American Trust Bldg., Chicago, Ill. 





Northern Pine Manufacturers’ Associa- 
tlon. H. 8. Childs, Secy., Minneapolis. 


Sterling 
Manufacturers’ and Shippers’ 
Association. 
In charge of traffic industries located 
at Sterling and Rock Falls, Ill 





We. - BOROOR. . 6s chtaveas tenn President 
Ts Ee WOOD, 5 i cos dasekswns Vice-President 
W. J: partneh caxawe Secretary-Treasurer 
W. E. .«. .< esadenone Traffic Manager 
Business Men’s League. P. W. Coyle, 


Comm’r, 614 Bank of Commerce Bidg., 
St. Louis. 





The Memphis Freight Bureau. L. R. 
Donelson, Pres.; . Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 





TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs, J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The nn Transportation Association. 
Ray F lark, Pres.; H. BE. MacNiven, 
Secy. 

The Traffic Club of New York. A. F. 
Mack, Pres.; C. A. Swope, Secy. 

The Spokane Transportation Club. Chas. 
W. Colby, Pres. 

The Traffic Club of Chicago. Guy 5S. 
McCabe, Pres.; W. H. Wharton, Geer. 
The Traffic Club of Dalias, Tex. T. E. 
Jackson, Pres.; G. S. Maxwell, Secy. 
The Traffic Club of Philadelphia. Harry 
Billings, Pres.; ae Summerfield, 

Secy. 
a Traffic Club of > oe. Clarence 


Howard, Pres.; ersen, Secy.- 
eae 


The Traffic Club of Pittsburgh. J. T. 
Johnston, Pres.; D. L. Wells, Secy. 


S. Shambaugh, Pres.; 
Secy. 


The Traffic Club of New England, Boston 
x E. Byrnes, Pres.; Wm. C. Brown 
cy. 


The Transportation Ciub of Cinel 
C. W. Poysell, Pres.; J. H. Anais 
Secy. 

The Transportation Club of Louisville. 
- L. Roederer, Pres.; S. J. McBride 
ecy. 


The Tromepertation Club of Toledo. L. G. 
Macomber, Pres.; J. S. Mar Beey 
The Traffic Club ‘of Newark. Jons 1 
Rogers, Pres. ; y. 
The Traffic Club of Seattle. Roger D. 

Pinneo, Pres.; P. B. Miller, Secy. 
The Transportation Ciub of a Mich. 
ae . Jones, Pres.; W. R. Hurley, 
ec 
ee Club of San Francisco, J 
Pres.; Theo. Jacobs, 


Sec 

The Railroad Club of Kansas City, Me. 
Z N. Stroud, Pres.; Claude Manlove, 
ec 


y: 
The Transportation and Traffic Ciub, 
Birmingham, Ala. L. Sevier, Pres.; 
F. Reda, Secy. 
The Traffic Club of Minneapolis. F. & 
Pool, Pres.; F. B. Rowley, Secy. 

Sait Lake ont rtation Club. C, JZ 
MeNitt, Pr E. Rowland, Secy. 
Traffic Stu of Milwaukee. Wm. F 
O'Connor, Pres.; C. C. Lloyd, Secy. 
bie ar tes Club Se Lima, O. Lioyé 
P. Sherrick, Pres.; D. L. Rupert, Secy.- 


oa 
Grand Raplds Traffic Club, Grand Rapids 
Mich. Chas. H. Lilley, Pres.; James 
Bale. Secy 
Transportation a of Peorla. R. M 
Field, Pres.; S. Howells, Secy. 
Traffic Club af Cleveland. D. F. Hurd 
Pres.; W. V. Bishop, Secy. 
Traffic Club of Erle, Pa. Edwin H 
Brevillier. Pres.; M. W. Eismann, Secy. 


L. E. Stone, 
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THE TRAFFIC WORLD 


BOXES and SHIPPING PACKAGES 


of all kinds 


Amply served to you by our plants located in 


THIS GREAT CENTRAL SHIPPING DISTRICT 


We own and operate plant aty potate ts marked 
PLANT Se THE We Operate 


Fifteen Plants Located from 
Sault Ste. Marie to New Orleans 


Just where do you use Shipping 
Cases? Dot the points on the 
map. You see we can reach you, 
and our products can be deliv- 
ered to you with speed, relia- 
bility and economy. 


st. 60H 


MISSOURI -| Solid Fiber Shipping Containers 
cairo -/ Corrugated Shipping Containers 
-——- Wirebound Boxes 


: in 
BLYTHEVILLE TEINNESSEE ad Egg Cases and 
ARKANSAS gener 


-—— -— — ee Wooden Boxes of any Kind Made 
Up or in Shooks. 


° | The advice of our package ex- 
pr ' ALABAMA 
¥ : GEORGIA perts is unbiased. 


ee 
G4 
"| 
ae 


Call Upon Us and Learn the Complete Advantages 
“4s oS 1 oS ey pa of Our Service to Your Business. 


" pw ORLEANS. 


ESAS AL 


We are exclusive selling agents for an at points eosin ae CHICAGO 


) \ co@h p Af iS The strategic location of our 
DAVENPORT ~~ LM plants, is but one item in our 
' superior service. Watch future 
| announcements. 
ILLINOIS { 
INDIANA ! 
GRANITE/CITY 
* |We Make 
i 
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